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SYSTEMS AND METHODS FOR IMPROVED
BATTERY ASSEMBLIES FOR EVTOL

AIRCRAFT

CROSS-REFERENCE TO RELATED
APPLICATIONS

The present application claims priority to and the benefits
of U.S. Provisional Patent Application No. 63/378,680, filed
on Oct. 7, 2022, and U.S. Provisional Patent Application No.
63/383,660, filed on Nov. 14, 2022, the entire contents of

which are incorporated herein by reference for all purposes.

TECHNICAL FIELD

This disclosure relates generally to the field of powered
aerial vehicles. More particularly, and without limitation, the
present disclosure relates to imnovations in aircrait that use
clectrical propulsion systems. Certain aspects of the present
disclosure generally relate to the high voltage power supply
(HVPS) systems and battery assemblies used in the aerial
vehicles. Other aspects of the present disclosure generally
relate to 1improvements 1n the cooling distribution system
that may be used for other types of vehicles but can provide
particular advantages for aerial vehicles.

SUMMARY

Embodiments of the present disclosure provide an appa-
ratus for safely venting battery cells 1n thermal runaway. The
apparatus includes a mechanical support layer and a vent
flap layer attached to the mechanical support layer. The
mechanical support layer may be configured to be attached
to a battery assembly. The vent flap layer includes vent tlaps
corresponding to battery cells 1n the battery assembly. FEach
vent flap includes one or more portions configured to deform
to permit flow of gas from the battery cell corresponding to
the vent flap.

It should be understood that the above general descrip-
tions and the following detailed descriptions are merely for
exemplary and explanatory purposes, and do not limit the
present disclosure.

BRIEF DESCRIPTION OF THE DRAWINGS

FIG. 1A 1s a diagram illustrating a eVTOL aircraft,
consistent with some embodiments of the present disclosure.

FIG. 1B 1s a diagram illustrating a eVTOL aircraft,
consistent with some embodiments of the present disclosure.

FIG. 1C shows an exemplary embodiment of one of the
batteries of FIG. 1B.

FIG. 2 1s a block diagram illustrating a battery pack,
consistent with some embodiments of the present disclosure

FIG. 3 1s a block diagram illustrating aspects of a HV
Junction Box (HVIB), consistent with some embodiments of
the present disclosure.

FIG. 4 1s a cross section view of a wing of an aircrait with
a battery pack installed in the wing, consistent with some
embodiments of the present disclosure.

FIG. SA 1s a diagram illustrating an overview of a battery
pack, consistent with some embodiments of the present
disclosure.

FIG. 5B 1s a diagram illustrating components and units
within a battery pack, consistent with some embodiments of
the present disclosure.

FIG. 6 1s a diagram illustrating an exemplary HVIB,
consistent with some embodiments of the present disclosure.
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FIG. 7A illustrates an exemplary circuit diagram of a
HVIB, consistent with some embodiments of the present

disclosure.

FIG. 7B 1s an exemplary block diagram illustrating the
activation of pyro fuses, consistent with some embodiments
of the present disclosure.

FIG. 8 1s a diagram 1illustrating an exemplary architecture
of a foam cell holder, consistent with some embodiments of
the present disclosure.

FIG. 9 1s a top view of a foam cell holder, consistent with
some embodiments of the present disclosure.

FIG. 10A 1s a diagram illustrating an exemplary archi-
tecture of a current collector assembly, consistent with some
embodiments of the present disclosure.

FIG. 10B 1s a diagram 1llustrating a top view of the current
collector assembly of FIG. 10A at both the pack level and the
cell block level, consistent with some embodiments of the
present disclosure.

FIG. 11 1s an exemplary circuit diagram illustrating the
series and parallel arrangements of the battery cells forming
the battery pack architecture shown in FIGS. 10A and 10B.

FIG. 12 1s a diagram 1illustrating an exemplary vent tlap
assembly, consistent with some embodiments of the present
disclosure.

FIG. 13A 1s a diagram illustrating an enlarged portion of
the vent flap assembly of FIG. 12, consistent with some
embodiments of the present disclosure.

FIG. 13B 1s a diagram 1llustrating a cross-sectional view
along the lmme A-A of FIG. 13A, consistent with some
embodiments of the present disclosure.

FIG. 14 1s a diagram 1illustrating a cross-sectional view of
a battery pack enclosure including head space directly above
a vent tlap assembly, consistent with some embodiments of
the present disclosure.

FIG. 15 illustrates an exemplary heat exchanger plate,
consistent with some embodiments of the present disclosure.

FIGS. 16A-16D 1illustrate different designs for battery
cooling in a HV cooling distribution subsystem, consistent
with some embodiments of the present disclosure.

FIG. 17 illustrates an exemplary battery cooling system
based on the coolant line architecture of FIG. 16C, consis-
tent with some embodiments of the present disclosure.

FIG. 18 illustrates an exemplary home system, consistent
with some embodiments of the present disclosure.

FIG. 19 illustrates an exemplary electronic switching
system for the exemplary home system illustrated in FIG.
18, consistent with some embodiments of the present dis-
closure.

DETAILED DESCRIPTION

An electric vertical take-off and landing (eV'TOL) aircratt
refers to an aircrait that uses electric power to hover, take
ofl, and land vertically. In the following embodiments,
components of a eVIOL aircrait primarily for use 1 a
non-conventional aircrait will be addressed. For example,
the eVTOL aircralt may be intended for frequent (e.g., over
50 thights per workday), short-duration flights (e.g., less than
100 miles per flight) over, into, and out of densely populated
regions. The aircraft may be intended to carry 4-6 passen-
gers or commuters who have an expectation of a low-noise
and low-vibration experience. Accordingly, 1t may be
desired that their components are configured and designed to
withstand frequent use without wearing, that they generate
less heat and vibration, and that the aircraft includes mecha-
nisms to eflectively control and manage heat or vibration
generated by the components. Further, 1t may be intended
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that several of these aircrait operate near each other over a
crowded metropolitan area. Accordingly, 1t may be desired
that theirr components are configured and designed to gen-
erate low levels of noise interior and exterior to the aircratft,
and to have a variety of safety and backup mechamsms.

For example, it may be desired for safety reasons that the
aircraft 1s propelled by a distributed propulsion system,
avoiding the risk of a single point of failure, and that the
aircraft 1s capable of conventional takeoil and landing on a
runway. Moreover, 1t may be desired that the aircraft can
sately vertically takeofl and land from and into relatively
restricted spaces (e.g., vertiports, parking lots, or driveways)
compared to traditional airport runways while transporting
around 4-6 passengers or commuters with accompanying
baggage. These use requirements may place design con-
straints on aircrait size, weight, operating efliciency (e.g.,
drag, energy use), which may impact the design and con-
figuration of the aircrait components.

The disclosed embodiments provide new and improved
configurations of aircrait components that are not observed
in conventional aircrait, and/or 1dentified design criteria for
components that differ from those of conventional aircrafit.
Such alternate configurations and design criteria, 1n combi-
nation addressing drawbacks and challenges with conven-
tional components, yielded the embodiments disclosed
herein for various configurations and designs of eVTOL
aircralt components.

In some embodiments, the eVTOL aircraft may be
designed to be capable of both vertical and conventional
takeolil and landing, with a distributed electrical propulsion
system enabling vertical tlight, forward tlight, and transition.
Thrust may be generated by supplying high voltage electr-
cal power to the electrical engines of the distributed elec-
trical propulsion system, which each may convert the high
voltage electrical power into mechanical shait power to
rotate a propeller. Embodiments disclosed heremn may
involve optimizing the energy density of the electrical
propulsion system. Embodiments may include an electrical
engine connected to an onboard electrical power source,
which may include a device capable of storing energy such
as a battery or capacitor, or may include one or more systems
for harnessing or generating electricity such as a fuel pow-
ered generator or solar panel array. Some disclosed embodi-
ments provide for weight reduction and space reduction of
components 1n the aircrait, thereby increasing aircrait efli-
ciency and performance. Given focus on safety 1n passenger
transportation, disclosed embodiments implement new and
improved safety protocols and system redundancy in the
case of a failure, to mimmize any single points of failure 1n
the aircraft propulsion system. Some disclosed embodiments
also provide new and improved approaches to satisiying
aviation and transportation laws and regulations. For
example, the Federal Aviation Administration enforces fed-
eral laws and regulations requiring safety components such
as fire protective barriers adjacent to engines that use more
than a threshold amount of o1l or other flammable materials.

In some embodiments, the aircralt may include aft
engines, or lifters, that can be of a clockwise (CW) type or
counterclockwise (CCW) type. Additional embodiments
may include aft electric engines that utilize a multi-blade
fixed pitch propeller.

As described herein, the orientation and use of electric
propulsion systems may change throughout the operation of
the aircrait. In some embodiments, during vertical takeoil
and landing, the forward propulsion systems as well as aft
propulsion systems may provide vertical thrust during take-
ofl and landing. During the tlight phases where the aircratt
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1s 1n forward flight-mode, the forward propulsion systems
may provide horizontal thrust, while the aft propulsion
system propellers may be stowed at a fixed position 1n order
to minimize drag. The ait electric propulsion systems may
be actively stowed with position monitoring. Some embodi-
ments may include a transition from vertical tlight to hori-
zontal flight and vice-versa. In some embodiments, the
transitions may be accomplished via the tilt propeller system
(TPS). The TPS redirects thrust between a primarily vertical
direction during vertical flight mode to a mostly horizontal
direction during forward-tlight mode. Additional embodi-
ments may include a variable pitch mechanism that may
change the forward propulsion system propeller-hub assem-
bly blade collective angles for operation during the hover-
phase, cruise-phase and transition phase. Some embodi-
ments may include a Conventional Takeofl and Landing
(CTOL) configurations such that the tilters provide horizon-
tal thrust for wing-borne take-ofl, cruise and landing. The aft
clectronic engines are not used for generating thrust during
a CTOL mission and the aft propellers are stowed 1n place.

In some embodiments, an electrical engine as described
herein may possess design features which mitigate and
protect against uncontained {ire, such as utilizing less than
one quart, or another non-hazardous quantity, of flammable
fluid contained 1n both the tilt and lift engines, not possess-
ing a nominal i1gnition source within the electric engines,
possessing an engine over temperature operating limit that
may be more than 50° C. less than a flammable fluid
auto-ignition temperature, overtemperature detection and
protection, overvoltage detection and protection, and over-
current detection and protection. In some embodiments, the
design features of the electrical engine may deem it to not be
a designated fire zone.

As disclosed herein, an electrical engine may include an
inverter and motor; or inverter, gearbox, and motor across
various configurations, such as representative configurations
as described herein. For example, an electrical engine may
include an electrical motor, gearbox, and inverter that all
share the same central axis. Additionally, the central axis
may be configured along an axis of an output shaft going to
the propeller of the aircraft. In such an exemplary configu-
ration, the motor, gearbox, and inverter would all share the
output shaift as a central axis and would be circularly
oriented around the output shaft. Additional embodiments
may include a motor, gearbox, and inverter that are mounted
together 1n a sequence, or a configuration where some of the
components are mounted together, such as the motor and
gearbox, and another component 1s located elsewhere, such
as the inverter, but wiring systems are used to connect the
clectrical engine.

As mentioned above, an electrical engine for an aircrait as
described here may include some or all of a motor, inverter,
and gearbox. Various configurations may include an inverter
and motor such that the output shaft of a motor directly
provides the speed and torque for a propeller shaft. Addi-
tional embodiments of an electrical engine may include a
motor, inverter, and a gearbox, wherein the output of a motor
may travel through a gearbox that 1s connected to the output
shaft for the propeller; a motor, mverter, and gearbox
wherein the output from the motor travels away from the
propeller, through a gearbox, where the output shatt for the
propeller travels back through the gearbox and motor to the
propeller. As described herein, an electrical engine may
account for any combination or orientation of some or all of
a motor, inverter, and gearbox. Additionally, each configu-
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ration or orientation of the electrical engine as disclosed
herein may include cooling via air-cooling, coolant liquid, or
a mixture of both.

For example, a configuration of an electrical engine may
include a motor and 1inverter wherein the motor 1s 1n between
the propeller of the aircraft and the inverter. Additionally, a
motor may include a gearbox. Further, an inverter may share
the same central axis as a motor wherein the inverter may be
located 1n a housing that 1s cantilevered ofl of the rear of the
motor and may be air cooled. It 1s to be recognized that such
an inverter ortentation would not be an optimum configu-
ration 1n terms of the housing required to achieve such a
cantilevered orientation. Additionally, a motor 1n this con-
figuration utilizing air cooling may comprise potting mate-
rial and air fins to assist with cooling of the motor may lead
to an even larger increase in mass of the system.

Some embodiments may include an electrical engine,
wherein inverter modules may be mounted on the outside of
a motor housing. Additional embodiments may include an
clectrical engine wherein an inverter may be mounted on top
of an electrical motor such that the air-cooling fins of the
inverter are underneath the propeller. Further embodiments
may include an iverter mounted to the back of a motor with
air-cooling fins facing out radially, an inverter mounted to
the front of a motor with the air-cooling fins facing out
radially, an 1inverter mounted to a motor where the inverter
1s cooled by a liquid, such as o1l, or any other position of the
inverter relative to a motor.

Embodiments of an electrical motor may comprise a
stator housing, a wound stator assembly, a rotor, various
bearings, and any additional components such that to assist
in transierring the speed and torque generated by the motor
to a propeller.

It 1s understood that an electrical engine may generate
heat during operation and may comprise a heat management
system to ensure components of the electrical engine do not
tail during operation. In some embodiments, coolant may be
used and circulated throughout individual components of the
engine, such as an iverter, gearbox, or motor, through some
of the components, or through all of the components of the
engine to assist with managing the heat present in the
engine. Additional embodiments may include using air
cooling methods to cool the electrical engine or using a
mixture of coolant and air to manage the heat generated
during operation 1n the electrical engine. In some embodi-
ments, the coolant being used may also be the same liquid
that 1s being used as lubricant throughout the inverter,
gearbox, or motor. For example, the inverter, gearbox, and
motor may be cooled using a liquid or air, or a mixture of air
and liquid cooling could be used, such as cooling the motor
using air cooling and using liquid cooling 1n the inverter and
gearbox, or any other combination of air and liquid cooling
across the mverter, gearbox, and motor or even subsets of
those components.

In some embodiments, o1l may be used as a lubricant
throughout an electrical engine and may also be used as
coolant fluid to assist 1n managing the heat generated by the
engine during operation. Further to this example, different
amounts of o1l may be used to act as both lubricant and
coolant fluid 1n the electrical engine, such as less than one
quart, less than two quarts, or any other amount of o1l needed
to lubricate and cool the electrical engine, in combination
with or without the assistance of air cooling. As has been
disclosed herein, an electrical engine may have different
primary functionalities such as being used only for lifting
and landing, and as such only being used in one orientation,
or being used during all stages of tlight such as lifting,
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landing, and 1n-flight. An engine that 1s used 1n all stages of
flight may experience various orientations throughout flight
and may comprise more lubricant and coolant than the
engine only used 1n one orientation. As such, all the engines
on an aircrait may not include the same amount of lubricant
and coolant. For example, a lifting and landing engine may
only require less than one quart of o1l while an engine that
operates 1n all stages of thght may require more than one
quart of oil. It should be understood that the example
embodiments as mentioned herein are representative and do
not dictate the bounds of the amount of lubricant and coolant
that may be used 1n an electrical engine.

It 1s understood that by using o1l to not only lubricate the
clectrical engine but also cool the electrical engine rather
than another coolant, additional o1l will be added to the
system, but that o1l will remove traditional components that
may be used to cool such an electrical engine. For example,
if the electrical engine were cooled by another liquid such as
glycol, the engine may comprise separate heat exchangers
for both the lubricant fluid and the coolant fluid. As such, in
embodiments where a single fluid 1s being used for both
lubrication and cooling, such as o1l, an increase 1 o1l would
be present but there would only be a need for one heat
exchanger, so there may be a decrease in mass, due to using
less heat exchangers and potentially other components not
being required, of the overall system and a more appealing
drag profile may be present. Further, using one substance for
the lubrication and cooling of the engine may increase
ciliciency of the system due to the reduction in mass and the
benelits of cooling the engine with a substance rather than
relying on air cooling which may have issues traveling
throughout the engine.

Additional embodiments of electrical engines may pos-
sess various components to ensure any flammable fluids are
monitored and prevented from entering certain sections of
the electrical engine. Some embodiments may include an
clectric engine possessing a wet zone enclosure that may be
defined by a gearbox, motor, and/or heat exchanger. In some
embodiments, an electric engine may possess up to 4 liters
of air within the motor-gearbox housing which 1s in contact
with engine oi1l. Embodiments of a motor-gearbox housing
may equalize internal and external pressure using a breather.
Embodiments of a breather may include it protruding above
nearby design features 1in order to prevent inadvertent entry
of external fluids. Additional embodiments may include a
breather that possesses a screen and a circuitous entry path
to prevent entry of external debris. Embodiments may
include a sight glass being present on both the tilt and It
clectric engines 1n order to check that o1l 1s not overtilled or
underfilled during servicing.

Additional embodiments of electrical engines may
include active protection features in the forward and aft
clectrical engines such as monitoring internal temperatures
throughout the engine operation, including o1l temperature,
stator winding sets, inverter bulk capacitors, power modules,
control board power modules, control board control proces-
sors, control board monitor processors, internal hot-spots,
and other various locations throughout the engine. Embodi-
ments may include overtemperature limits that take into
account known failure temperatures and operating limits 1n
relation to auto-ignition temperatures ol fluds. Some
embodiments may include a High Voltage Power System
that may have fuses at the high voltage battery terminals
which may rapidly disconnect the engine electrical connec-
tion 1rreversibly to mitigate overcurrent events. This over-
current protection may be activated when the electric engine
current draw 1s greater than the overcurrent operating. As
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such, 1n some embodiments, failure conditions which lead to
overcurrent may only lead to a transient overheating, arc or
spark faults. Some embodiments may include a fire threat
characterization test 1gnition source that may be selected to
be a more severe 1gnition source than a short occurring in the
clectric engine and being opened by the engine fuse. In some
embodiments, an 1nverter will detect AC overcurrent and
1solate the erroneous phase and/or will continuously monitor
input DC voltage, and will apply protective actions to keep
voltages under the overvoltage operating limiat.

Reference 1s made to FIG. 1A. FIG. 1A 1s a diagram
illustrating a eVTOL aircrait 100, consistent with some
embodiments of the present disclosure. As shown 1n FIG. 1,
in some embodiments, the distributed electrical propulsion
system of the eVTOL aircrait 100 may include twelve
clectrical engines 110, which may be mounted on booms
forward and aft of the main wings of the aircraft 100. The
forward electrical engines 110 may be tiltable mid-tlight
between a horizontally oriented position (e.g., to generate
forward thrust) and a vertically oriented position (e.g., to
generate vertical 1ift). The forward electrical engines 110
may be of a clockwise type or counterclockwise type in
terms ol direction of propeller rotation. The aft electrical
engines 110 may be fixed 1n a vertically oriented position
(e.g., to generate vertical lift), and may also be of a clock-
wise type or counterclockwise type 1in terms of direction of
propeller rotation.

The aircrait 100 may possess various combinations of
torward and aft electrical engines 110. For example, 1n some
embodiments, the aircraft 100 may possess six forward
clectrical engines 110 and six aft electrical engines 110. In
some other embodiments, the aircrait 100 may include four
torward electrical engines 110 and four aft electrical engines
110, or any other combination of forward and ait engines
110. In some other embodiments, the number of forward
clectrical engines and aft electrical engines are not equiva-
lent.

In some embodiments, for a vertical takeofl and landing
(VTOL) mission, the forward electrical engines 110 as well
as aft electrical engines 110 may provide vertical thrust
during takeofl and landing. During flight phases where the
aircrait 100 1s in forward flight-mode, the forward electrical
engines 110 may provide horizontal thrust, while the pro-
pellers of the aft electrical engines 110 may be stowed at a
fixed position 1n order to minmimize drag. The aft electrical
engines 110 may be actively stowed with position monitor-
ing. Transition from vertical flight to horizontal flight and
vice-versa may be accomplished via the tilt propeller sub-
system. The tilt propeller subsystem may redirect thrust
between a primarnly vertical direction during vertical tlight
mode to a mostly horizontal direction during forward-tlight
mode. A variable pitch mechanism may change the forward
clectrical engine’s propeller-hub assembly blade collective
angles for operation during the hover-phase, transition
phase, and cruise-phase.

In some embodiments, 1n a conventional takeofl and
landing (CTOL) mission, the forward electrical engines 110
may provide horizontal thrust for wing-borne take-ofl,
cruise, and landing. In some embodiments, the ait electrical
engines 110 may not be used for generating thrust during a
CTOL mission and the aft propellers may be stowed 1n
place.

In some embodiments, an electric engine 110 may be
housed or connected to a boom of the aircraft 100 and
include a motor, inverter, and gearbox. In some embodi-
ments, the motor, inverter, and gearbox may be interfaced
such that they share a central axis. In some embodiments, the
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torque originating in the motor may be sent away from the
propellers of the propulsion system and to a gearbox. In
some embodiments, a gearbox may provide a gear reduction
and then send the torque, via a main shait, back through a
bearing located inside the motor and to the propeller. In
some embodiments, an 1nverter may be mounted on the rear
of a gearbox such that a main shait does not travel through
the inverter when outputting torque to the propeller. In some
embodiments, the motor, gearbox, and nverter may be
interfaced such that a coolant, such as oi1l, may be used to
service the motor, inverter, and/or gearbox, while sharing a
common heat exchanger. In some embodiments, the amount
of o1l used to lubricate and cool the electric engine may vary,
including amounts less than one quart, two quarts, three
quarts, or any other measured amount of oil.

In some embodiments, a tilt propeller system may include
a linear or rotary actuator to change the orientation of a
propulsion system during operation. In some embodiments,
the pitch of the propulsion system may be changed as a
function of the orientation of the propulsion system. In some
embodiments, a rotary actuator may include a motor,
inverter, and gearbox. In some embodiments, a gearbox may
include various types of gears interfacing to provide a gear
reduction capable of orienting the propulsion system. In
some embodiments, a tilt propeller system may include a
redundant configuration such that multiple motors, inverters,
and gearboxes are present and interface using a gear. In
some embodiments, a configuration utilizing multiple
motors, gearboxes, and iverters may allow a failed portion
of the redundant configuration to be driven by the motor,
iverter, and gearbox of another portion of the configuration.
In some embodiments, a gearbox configuration may also
allow the tilt propeller system to maintain a propulsion
system orientation with the help of, or without, additional
power being provided by the system.

As shown 1n FIG. 1A, the aircraft 100 may be configured
with the distributed electric propulsion system enabling
vertical flight, forward flight, and transition. The forward 6
clectric engines 110 (which are numbered 1-6 from left to
right) are with variable pitch propellers tilt to achieve
vertical takeofl and landing, transition flight and fully wing-
borne flight. The aft 6 electric engines 110 (which are
numbered 7-12 from left to rnight) are equipped with fixed
pitch propellers that operate during vertical takeofl and
landing and transition and are stowed in a minimum drag
position for conventional flight. The flight controls are an
integrated tly-by-wire system that features envelope protec-
tion and structural load limiting functions. The aircrait 100
will be equipped with advanced cockpit avionics, a tlight
management system, and the sensors necessary to support
the intended operations and system functions.

In some embodiments, an electrical propulsion system
(EPS) as described herein may generate thrust by supplying
High Voltage (HV) electric power to the electric engine 110,
which in turn converts HV power into mechanical shaft
power which 1s used to rotate a propeller. As mentioned
above, an aircrait 100 as described herein may possess
multiple electric engines 110 which are boom-mounted
forward and aft of the wing. The amount of thrust each
clectric engine 110 generates may be governed by a torque
command from the Flight Control System (FCS) over a
digital commumnication interface to each electric engine 110.
Embodiments may include forward electric engines 110, and
may be able to alter their orientation, or tilt. Additional
embodiments include forward engines that may be a clock-
wise (CW) type or counterclockwise (CCW) type. The
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forward electric engine propulsion subsystem may consist of
a multi-blade adjustable pitch propeller, as well as a variable
pitch subsystem.

In some embodiments, the aircrait 100 include a high
voltage power supply (HVPS) system to supply the High
Voltage (HV) electric power. The HVPS system 1s the source
of power on the aircraft 100 and configured to distribute the
stored electrical energy to other systems on the aircraft 100,
including the electrical propulsion system (EPS) for con-
verting electrical power into mechanical rotational shaft
power to generate thrust, the environmental control system
(ECS) to power equipment needed to control the internal
atmosphere within the cabin, and the low voltage system
(LVS) to power equipment and LRUs that operate on low
voltage power (e.g., 28 VDC). In some embodiments, the
HVPS uses an external HV power source to recharge or
replenish 1ts energy source on the aircraft 100. Charging the
system ensures that suflicient energy 1s available to power all
equipment needs, including the ECS, the EPS, and the
LVPS, to successtully perform the subsequent flight mis-
S1011.

Specifically, the HVPS system may include various sub-
systems, including a Battery Pack Subsystem, an HV Vent-
ing Subsystem, an HV Cooling Distribution Subsystem, and
an HV Charging Subsystem. The Battery Pack Subsystem
provides requisite power and energy needs for equipment on
the aircraft and includes monitoring units that measure
parameters, perform estimation algorithms and provide
active protection against conditions that negatively impact
the performance, life and safety of the HVPS. The HV
Venting Subsystem may be configured to perform a safe
removal of battery emissions during abnormal operating to
prevent both structural degradation and minimize the risk of
propagation. The HV Cooling Distribution Subsystem may
be configured to distribute thermally conditioned coolant to
the battery pack subsystem in order to reach requisite
temperatures for safe charge and discharge operations. The
HV Charging Subsystem provides the interface between the
aircraft 100 and off-board charger and 1s responsible for
sequencing charging operations and continuously monitor-
ing voltage and current limits during the charging session.

As shown 1n FIG. 1A, the HVPS system of the aircraft
100 may include six battery packs 120 (which are numbered
1-6 from lett to right) installed within the battery bays in the
wing of the aircrait 100. In some embodiments, six battery
packs 120 may have the identical design, to simplity the
design, manufacturing, and logistics. Each battery pack 120
1s connected to two diagonally opposing electric engines 110
through HV channels 130. HV channel pairs are associated
by position 1n each wing (left, center, right) and 1indicated by
different dotted/dashed lines 1n FIG. 1A.

Reference 1s made to FIG. 1B. FIG. 1B 1s a diagram
illustrating a eVTOL aircrait 195, consistent with some
embodiments of the present disclosure. As shown 1n FIG.
1B, in some embodiments, a eVTOL aircraft may include a
battery assembly comprising three (3) electrically separate
paired battery pack umits 160, 162, and 164. In some
embodiments, each paired battery pack unit 160, 162, 164
may include an electrically separate high voltage bus 130,
132, 134 which connects paired batteries out of a set of six
total batteries 101-106 of a given paired battery pack umit
160, 162, 164. F1G. 1C shows an exemplary embodiment of
one of batteries 101-106. In some embodiments, each set of

paired batteries may power lour symmetric electrical
engines 170-173, 174-177, or 178-181 which, 1n turn, power
tour electric propeller units (EPUs) (labelled as 1-12 1n FIG.

1B) simultaneously. In some embodiments, the electrical

5

10

15

20

25

30

35

40

45

50

55

60

65

10

engines 170-181 may correspond to the twelve electrical
engines shown 1n FIG. 1A (labelled as 1-12 i FIG. 1A).

With reference to FIG. 1C, some embodiments may
include a pyro-technical tuse 190 located within each one of
batteries 101-106. In some embodiments, the pyro-technical
fuse may be utilized to prevent a single point of failure upon
a short circuit or failure of any one battery of a set of paired
batteries by disconnecting the failing battery after activation
of the pyro-technical fuse which severs the connection
between the failing battery and an operating portion of the
clectrical system of the eVTOL aircraft 1935.

With reference to FIG. 1B, 1n some embodiments, addi-
tional fuses may be positioned on HV buses which connect
other components of each paired battery pack unit. For
example, fuses 110-121 may be located on a HV bus
between each battery 101-106 and respective electrical
engines 170-181 and EPUs (labelled as 1-12 1n FIG. 1B).
Each of fuses 110-121 may be utilized to prevent a single
point of failure upon a short circuit or failure of any one
component of one of the electrical engines 170-181 or EPUs
(labelled as 1-12 mn FIG. 1B) by, e.g., disconnecting the
failing component after activation of a respective one of the
fuses 110-121 which acts to sever the connection between
the failing component and operable portions of the electrical
system of the eVTOL aircraft 195. As another example,
charge fuses 140, 142, 144, 146, 148, and 150 may be
located on a HV bus between each battery 101-106 and a
charger or charging system. Each of charge fuses 140, 142,
144, 146, 148, and 150 may be utilized to further prevent a
single point of failure upon a short circuit or failure of any
one battery while charging by, e.g., disconnecting the failing
battery from the charger or charging system after activation
of one or more of fuses 140, 142, 144, 146, 148, and 150
which severs the connection between the failing battery and
operable portions of the electrical system of the eVTOL
aircraft 195.

As described herein, the orientation and use of electric
propulsion systems may change throughout the operation of
the aircraft, depending on various failure scenarios. In some
embodiments, each set of paired batteries may power four
symmetric electrical engines simultaneously.

For example, and with further reference to FIGS. 1B and
1C, a first battery 101 of a first paired battery pack unit 160
may directly power two of twelve electrical engines 170,
171 which, in turn, power two EPUs (labelled as 1 and 12
in FIG. 1B), and a second battery 102 (not shown) of the
paired battery pack unit 160 may directly power two other
clectrical engines of the twelve electrical engines 172, 173
which, i turn, power two other EPUs (labelled as 4 and 9
in FIG. 1B). In some embodiments, the first battery 101 and
the second battery 102 (not shown) of the paired battery
pack unit may be cross-linked (1.e., electrically intercon-
nected) via a first high voltage (HV) cross-linking bus 130.
In some embodiments, the first HV cross-linking bus 130
may allow for the first battery 101 to act as a backup battery
for the second battery 102 (not shown), thereby providing
power to the two electrical engines 172, 173 and EPUs
(labelled as 4 and 9 1n FIG. 1B), which were mitially
powered by the second battery 102, when the second battery
102 (not shown) fails. In some embodiments, the first HV
cross-linking bus 130 may allow for the second battery 102
(not shown) to act as a backup battery for the first battery
101, thereby providing power to the two electrical engines
170, 171 and EPUs (labelled as 1 and 12 1n FIG. 1B), which
were mitially powered by the first battery 101, when the first
battery 101 fails. In some embodiments, in the event of a
failure of either the first battery 101 or the second battery
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102 (not shown) of the first paired battery pack umt 160, the
failing battery may be disconnected from the other working
battery of the paired battery pack. In some embodiments, the
disconnecting may be performed via a pyro-technical fuse
190 located near an output of each battery 101-106 and thus
along the HV connection between the first and second
batteries 101, 102 of the paired battery pack unit 160. In
some embodiments, each battery 101, 102 of the first paired
battery pack unit 160 may be electrically separable, e.g., via
charge fuses 140, 142, from the remainder of the first paired
battery pack unit 160 and any other paired battery pack umit
162, 164 such that, ¢.g., failures may be 1solated events that
do not propagate along any connected HV channels.

Continuing the above example, and further with reference
to FIGS. 1B and 1C, a third battery 103 (not shown) of a
second paired battery pack unit 162 may directly power two
additional electrical engines 174, 175 which, 1n turn, power
two other EPUs (labelled as 2 and 11 in FIG. 1B), and a
fourth battery 104 (not shown) of the second paired battery
pack unit 162 may directly power two other electrical
engines 176, 177 which, in turn, power two other EPUs
(labelled as 5 and 8 1n FIG. 1B). In some embodiments, the
third battery 103 and the fourth battery 104 of the second
paired battery pack unit 162 may be cross-linked (1.e.,
clectrically interconnected) via a second HV cross-linking
bus 132. In some embodiments, the second HV cross-linking,
bus 132 may allow for the third battery 103 to act as a
backup battery for the fourth battery 104, thereby providing
power to the two electrical engines 176, 177 and EPUs
(labelled as 5 and 8 1n FIG. 1B), which were mitially
powered by the fourth battery 104, when the fourth battery
104 fails. In some embodiments, the second HV cross-
linking bus 132 may allow for the fourth battery 104 to act
as a backup battery for the third battery 103, thereby
providing power to the two electrical engines 174, 175 and
EPUs (labelled as 2 and 11 1n FIG. 1B), which were mnitially
powered by the third battery 103, when the third battery 103
fails. In some embodiments, in the event of a failure of either
the third battery 103 or the fourth battery 104 of the second
paired battery pack unit 162, the failing battery may be
disconnected from the other working battery of the second
paired battery pack unit 162. In some embodiments, the
disconnecting may be performed via a pyro-technical fuse
190 located near an output of each one of the batteries
101-106 and thus along the HV connection between the third
and fourth batteries 103, 104 of the second paired battery
pack unit 162. In some embodiments, each battery 103, 104
of the second paired battery pack unit 162 may be electri-
cally separable, e.g., via charge fuses 144, 146, from the
remainder of the paired battery pack unit 162 and any other
paired battery pack umt 160, 164 such that, e.g., failures may
be 1solated events that do not propagate along any connected
HV channels.

Further continuing the above example, and further with
reference to FIGS. 1B and 1C, a fifth battery 105 (not
shown) of a third paired battery pack unit 164 may directly
power two additional electrical engines 178, 179 which, in
turn, power two other EPUs (labelled as 3 and 10 in FIG.
1B), and a sixth battery 106 of the third paired battery pack
unit 164 may directly power two other electrical engines
180, 181 which, in turn, power two other EPUs (labelled as
6 and 7 in FIG. 1B). In some embodiments, the fifth battery
105 and the sixth battery 106 of the third paired battery pack
unit 164 may be cross-linked (1.e., electrically intercon-
nected) via a third HV cross-linking bus 134. In some
embodiments, the third HV cross-linking bus 134 may allow
for the fifth battery 105 to act as a backup battery for the
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sixth battery 106, thereby providing power to the two
clectrical engines 180, 181 and EPUs (labelled as 6 and 7 1n
FIG. 1B), which were mitially powered by the sixth battery
106, when the sixth battery 106 fails. In some embodiments,
the third HV cross-linking bus 134 may allow for the sixth
battery 106 to act as a backup battery for the fifth battery
105, thereby providing power to the two electrical engines
178, 179 and EPUs (labelled as 3 and 10 1n FIG. 1B), which
were 1mtially powered by the fifth battery 105, when the fifth
battery 105 fails. In some embodiments, in the event of a
tailure of either the fifth battery 105 or the sixth battery 106
of the third paired battery pack unit 164, the failing battery
may be disconnected from the other working battery of the
third paired battery pack unit 164. In some embodiments, the
disconnecting may be performed via a pyro-technical fuse
190 located near an output of each one of the batteries
101-106 and thus along the HV connection between the fifth
and sixth batteries 105, 106 of the third paired battery pack
unit 164. In some embodiments, each battery 105, 106 of the
third paired battery pack unmit 164 may be electrically
separable, e.g., via charge fuses 148, 150, from the remain-
der of the paired battery pack unit 164 and any other paired
battery pack unit 160, 162 such that, e.g., faillures may be
isolated events that do not propagate along any connected
HV channels.

Continuing with reference to FIG. 1B, 1n some embodi-
ments, as a result of the above example configuration, the
three paired battery pack units (i.e., the first, second, and
third paired battery pack units) 160, 162, 164 may allow for
an optimization of the power available to operate the twelve
clectrical engines (labelled as 1-12 1n FIG. 1B) by config-
uring each paired battery pack unit 160, 162, 164 to provide
power to particular ones of the twelve electrical engines. As
an example, in some embodiments, each one of the three
paired battery pack units 160, 162, 164 may be configured
such that each set of paired batteries may power any four of
twelve electrical engines, e.g., one of the front outboard
clectrical engines, one of the rear mnboard electrical engines,
one of the front inboard electrical engines, and one of the
rear outboard electrical engines. As another example, 1n
some embodiments, each battery pack umt 160, 162, 164
may be configured that that each set of paired batteries may
power any combination of four forward and/or ait electrical
engines and/or EPUs. Appendix 1 provides additional infor-
mation on aspects of a high voltage power supply (HVPS)
system.

In some embodiments, as a result of the above example
design, particularly the capability of one battery of each
paired battery pack to act as a backup battery for a failing
battery of that paired battery pack, the backup battery may
power lfour electrical engines simultaneously (1.e., the
backup battery may provide power to two electrical engines
which are directly electrically connected to the working
battery, and also to two electrical engines via a HV cross-
linking bus connecting the set of paired batteries of a paired
battery pack unit). In some embodiments, the backup battery
may provide power to four electrical engines simultaneously
but at a slightly lower power level which remains suilicient
for proper flight control. As a result of such an exemplary
design, all electrical engines continue to receive power, and
in turn, all motors and propellers continue to operate even
with a first failing battery within any or all of the first,
second, and third paired battery pack units. As a further
result of such an exemplary design, generally about 20% less
battery power may be required, as compared to an indepen-
dent or common bus structure, to achieve the same result
(e.g., to achieve sullicient energy to controllably fly a design
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mission, and to achueve suflicient thrust to sately perform a
hover landing). In some embodiments, as a further result of
such an exemplary design and a lowering of the power
requirement by about 20%, an increase 1n energy efliciency
may also be achieved due to, e.g., a capability to provide
power for a longer period of time, an increase 1n a range of
an aircraft, and a reduction in weight of the aircraft based on
the capability to utilize lower power batteries.

It 1s understood that, 1n some embodiments, a battery pack
unit may comprise one battery which powers any two
clectrical engines and EPUs, wherein an aircrait may com-
prise six battery pack units. As another example, in some
embodiments, a battery pack unit may comprise three con-
nected batteries, wherein each of the three batteries may
directly power any two electrical engines and EPUs, and
wherein each battery pack unit comprising three connected
batteries may power a total of any six electrical engines and
EPUs of the aircraft. As yet another example, in some
embodiments, a battery pack unit may comprise four con-
nected batteries, wherein each of the four batteries may
directly power any two electrical engines and EPUs, and
wherein each battery pack unit comprising four batteries
may power a total of any eight electrical engines and EPUs
of the aircraft. It 1s understood that any number of electrical
engines and EPUs may refer to electrical engines and EPUs
which are located on opposite sides of the aircraft, forward
of the aircraft, and/or alt of the aircraft. It 1s further under-
stood that, 1n some embodiments, any combination of dif-
ferent sized battery pack units may be utilized to power
twelve electrical engines and EPUs. Yet further, 1t 1s also
understood that any combination of different sized battery
pack units may be utilized to power any number of electrical
engines and EPUs of an aircraft without limitation to a total
number of electrical engines and EPUSs.

Reference 1s made to FIG. 2. FIG. 2 1s a block diagram
illustrating a battery pack 120, consistent with some
embodiments of the present disclosure. As shown 1n FIG. 2,
the battery pack 120 may be electrically and communica-
tively connected with HV loads 210, an HV venting sub-
system 220, the FCS 230, a low voltage power supply
(LVPS) system 240, aircrait switches 250, an HV charging
subsystem 260, a ground support system (GSS) 270, and an
LV power source 280.

In the embodiments of FIG. 2, the battery pack 120
includes an HV Junction Box (HVIB) 122 and a cell stack
assembly 124. Fach battery pack 120 contains an HV
distribution unit and a Battery Management System (BMS)
housed within the HVIB 122. Specifically, the BMS may be
configured to monitor voltages, temperatures, currents, and
1solation resistances and control pack contactors and pyro
fuses to protect against fault conditions for safe operation.
The BMU may also run algorithms to determine the state of
the pack (e.g., a state of charge, a state of health, etc.). The
BMS may receive voltage and temperature sensing signals
from the cell stack assembly 124 and the HV distribution
unit, and control the HV distribution unit accordingly. The
HV loads 210 receiving the HV power may include electric
engines (e.g., two corresponding electric engines 110 con-
nected to the battery pack 120 shown in FIG. 1A), a Tilt
Actuator, DC/DC converters, the ECS, or the Cross-Link
used to connect pack pairs.

The battery pack 120 may be connected to the FCS 230
through a digital communication bus. The battery pack 120
may recerve a low voltage input voltage (e.g., a 28V input)
from the LVPS system 240. The battery pack 120 may
receive digital input signal(s) from the aircraft switches 2350
and provide a supply voltage (e.g., a 28V 1nput) to the
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aircrait switches 250. HV power can be transmitted between
the GSS 270 and the battery pack 120 through the HV
charging subsystem 260. In some embodiments, the HV
charging subsystem 260 includes a charge port assembly 262
having a Control MCU (CCU) connected to the LV power
source 280 for providing the supply voltage (e.g., a 28V
input) to the HV charging subsystem 260. In some embodi-
ments, the GSS 270 may include a Thermal Conditioning
Subsystem 272 and a Ground Charging Subsystem 274
clectrically and communicatively connected with the charge
port assembly 262.

Reference 1s made to FIG. 3. FIG. 3 1s a more detailed
block diagram 300 illustrating units in the HVIB 122,
consistent with some embodiments of the present disclosure.
As shown 1n FIG. 3, 1n some embodiments, the HV distri-
bution unit 310 in the HVIB 122 may contain HV contactors
312 and a combination of active and passive fuses (e.g., pyro
fuses 314 and fuses 316) to protect against overcurrent and
short-circuit conditions.

The BMS 320 in the HVIB 122 may include Cell Man-
agement Units (CMUSs) 322 to monitor the voltages of each

set of 7 parallel cells (1.e., a 1S-7P cell group) connected 1n

series 1n a 14S-7P cell block. The CMU may also be used to
monitor a 145-7P cell block’s temperature. The CMUSs 322
obtain measurements for all the cell groups 1n the battery
pack 120, communicating the measurements to the Battery
Management Unit (BMU) 324 via 1soSPI i a daisy-chain
configuration. In some embodiments, the CMU 322 does not
have an active management or control mechanism for cells
within the cell block, but the CMU 322 i1s able to perform
passive cell balancing of the series cell blocks when com-
manded by the BMU 324. The BMU system architecture
may provide the flexibility to command passive balancing
both on the ground and 1n the air.

The BMU Printed Circuit Board Assembly (PCBA) may
be configured to monitor voltages, currents, and tempera-
tures from the CMUSs 322 1n addition to the output current
for each of the connected loads. The BMU 324 may be
internally powered by the battery cell stack assembly 124
and continuously monitor the state of the battery even when
it 1s not installed in the aircrait 100. By momitoring the
battery pack 120, cell block, and cell group parameters, the
BMU 1s enabled to protect against conditions that adversely
aflect safety or performance, such as overvoltage, under-
voltage, overtemperature, under-temperature, loss of elec-
trical 1solation, short circuit, overcurrent, etc.

The diagnostic function of the BMU 324 allows for fault
detection and isolation through built-in-tests (BIT). Fault
indications and overall usage are logged 1n Non-Volatile
Memory (NVM) for data retention and prognostics. In
addition, the BMU 324 performs computation of the State of
Charge (SOC), State of Health (SOH), State of Power
(SOP), State of Energy (SOE) and State of Temperature
(SOT) of the battery pack 120. The BMU 324 also controls
and monitors bus pre-charging and provides contactor com-
mands. In some embodiments, the BMU 324 may use two
microcontrollers to perform the state computation and con-
tactor and fuse control functions so that a subset of BMU
324 functions are retained upon failure of a single micro-
controller.

The CCU 330 in the charge port assembly 262 may
interface with the external battery charger and communicate
with the BMUSs 324 on the six installed battery packs 120.
In some embodiments, the CCU 330 may be a single PCBA
with one microcontroller that manages overall power deliv-
ery to each battery pack 120 when charging. As shown 1n
FIG. 2, the CCU 330 may perform the handshake between
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the Ground Charging Subsystem 274 and the BMUs 324,
requests the BMUSs 324 to open or close contactors 312, and
provides active detection and protection features for over-

voltage protection. In some embodiments, the CCU 330 1s
external to the battery packs 120. The BMUs 324 m each
battery pack 120 retain full control and continuously moni-

tor their battery packs 120 during charging operations.
Reference 1s made to FIG. 4 and FIGS. SA and 3B. FIG.

4 15 a cross section view of a wing 400 of the aircraft 100 of
FIG. 1A with the battery pack 120 of the battery pack 120
installed 1n the wing, consistent with some embodiments of
the present disclosure. In some embodiment, the battery
pack 120 can be removed from service once 1t has reached
a state of health where the battery pack 120 no longer meets
the minimum energy and power requirements for the opera-
tion. As shown 1n FIG. 4, 1n some embodiments, an elbow
duct 410 1s connected to a vent outlet 420 to exhaust battery
emissions upwards. The HVIB 122 of the battery pack 120

1s mounted to the battery pack enclosure of the cell stack
assembly 124,

FIG. SA 1s a diagram 1llustrating an overview of the
battery pack 120, consistent with some embodiments of the
present disclosure. FIG. 3B 1s a diagram 1illustrating com-
ponents and units within the battery pack 120 of FIG. SA,
consistent with some embodiments of the present disclosure.
In FIGS. 5A and 5B, the battery pack 120 1s shown upside
down relative to the installed orientation as shown 1n FIG.
4. As shown in FIGS. SA and 5B, the battery pack 120
includes the HVJIB 122 and the cell stack assembly 124. The
cell stack assembly 124 includes an enclosure 510 with a
heat exchanger (e.g., a heat exchanger plate), a cell holder
520 1including an interstitial foam, a plurality of battery cells
530 (e.g., 1456 cells 1 each battery pack 120), a current
collector 540, a vent flap assembly 550, pack bus bars 560,
and a pack 1id 570. As shown 1n FIG. 5A, the HVIB 122 may
be mounted to the pack 1id 570 using fasteners. Details of the
cell stack assembly 124 will be discussed 1n the following
paragraphs with the accompanying drawings.

In some embodiments, battery cells 530 i1n the battery
pack 120 may be Lithium-Ion cells, but the present disclo-
sure 1s not limited thereto. For example, the battery cells 530
may be 4.5 Ah capacity cells with a 2170 cylindrical form
tactor. The battery cells 530 can be operated at a voltage
range between around 2.5V and around 4.18 V, and each cell
has a BOL capacity of 4.5 Ah. In some embodiments, each
battery cell 530 contains a Current Interrupt Device (CID)
which permanently places the battery cell 530 1n an open
circuit condition 1n the event of internal pressure build-up.

FIG. 6 1s a diagram 1llustrating an exemplary HVIB 122,
consistent with some embodiments of the present disclosure.
As discussed above, the HVIB 122 may be configured to
distribute high voltage stored electric energy for propulsion
and other system needs, and the HVIB 122 may contain
pre-charge resistors and relays, HV bus bars, shunt resistors,
HV contactors, connectors, a combmatlon ol active and
passive fTuses to protect against overcurrent and short-circuit
conditions, and as determined to be necessary, components
to disable high-voltage output 1n emergency conditions. The
components within the HVIB 122 may be enclosed along
with the BMU PCBA and mounted to the battery pack
enclosure using fasteners.

FI1G. 7A illustrates an exemplary circuit diagram 700A of
the HVIB 122, consistent with some embodiments of the
present disclosure. As explained above, the HVIB 122 may
be electrically connected to the HV loads 210 to provide HV
power. Specifically, the DC/DC converter 710 1in the BMS
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320 and the power storage element B'11 (e.g., the battery
cells 530 connected 1n parallel and 1n series) can be used to
provide the HV power.

As shown 1 FIG. 7A, the DC/DC converter 710 and the
power storage element BT1 are connected to each of the HV
loads 210 through pre-charge resistor(s) (e.g., resistor R1) or
current sensing resistor(s) (e.g., resistors R2-R6), switching
devices K1-K7 (e.g., HV contactors), and a combination of
active and passive fuses (e.g., pyro fuses F2, F3, F4 and Fé
and fuses F1, FS, F7, and F8) to protect against various
failure conditions (e.g., overcurrent, short-circuit, etc.). The
active and passive fuses may be arranged 1n the HV battery
pack 120 to sately cut power from the HV battery pack 120
in the event of a short circuit at the load side. The HV loads
210 may include two corresponding electric engines 110, a
Tilt Actuator 212, DC/DC converters 214 (e.g., 2.8 kW
DC/DC converters), and the ECS load 216.

For example, pyro fuses F2, F3, F4 and F6 may be a type
of fuse configured to be activated by an external source

when the circuit disconnection and 1solation 1s required. The
BMS 320 1s used to activate the pyro fuses F2, F3, F4 and/or

F6 when a short event occurs. In some embodiments, the
BMS 320 1n the HVIB 122 can send command signals to the
corresponding pyro fuse driver to activate the pyro fuse
when the failure occurs, so as to protect against overcurrent
and electrically 1solate the entire battery pack 120 from the
connected loads. In some embodiments, the HVIB 122 may
further provide a redundant active trigger configured to
ecnable the pyro fuse driver to activate one or more pyro
fuses when the BMS 320 fails to enable the pyro fuse driver,
which will be discussed below with accompanying draw-
Ings.

FIG. 7B 1s an exemplary block diagram 700B illustrating
the activation of pyro fuses, consistent with some embodi-
ments of the present disclosure. As shown i FIG. 7B,
some embodiments, the voltage output from the battery cell
stack assembly 124 may be HV (e.g., 520V-870V). This
voltage can be converted by an internal DC-DC converter

710 within the battery pack 120 to supply power for the
BMS 320 and a pyro-fuse redundant trigger (PRT) board

730 arranged 1n the HVIB 122. The PRT board 730 may
include various analog components to form multiple control
logic circuits 732 to provide redundant active triggers for
corresponding pyro fuses (e.g., pyro fuses F2, F3, and Fé).
In some embodiments, the battery cell stack assembly 124
may also be electrically connected to an external DC-DC
converter 720 arranged outside of the battery pack 120. The
external DC-DC converter 720 may also be configured to
convert the voltage output from the battery cell stack assem-
bly 124 to provide the supply voltage for the BMS 320 and
the PRT board 730. In other words, in the embodiments
shown 1n FIG. 7B, a redundant power supply system includ-
ing the mternal DC-DC converter 710 and the external
DC-DC converter 720 may ensure the power supply and
improve the system stability. When the main power con-
verter (which may be either the iternal DC-DC converter
710 or the external DC-DC converter 720) fails, the system
can switch to the back-up power converter to supply power
to other devices and units 1n the battery pack 120 to ensure
the system operates properly.

As shown i FIG. 7B, multiple pyro fuse dnivers 734
configured to activate the corresponding pyro fuses (e.g.,
pyro fuses F2, F3, and F6) may be located on the PRT board
730, but the present discourse 1s not limited thereto. In other
embodiments, pyro fuse drivers 734 may also be located on
another circuit board separately. When the BMS 320 detects
an overcurrent failure based on signals sensed by the cor-
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responding current sensing resistor (e.g., resistor R3, resistor
R4, or resistor R6), the BMS 320 may output a correspond-
ing pyro-fuse control command signal (e.g., EE1 PYRO
CONTROL for the pyro-fuse driver associated with the
power line to the first electrical engine, EE2 PYRO CON:-
TROL for the pyro-fuse driver associated with the power
line to the second electrical engine, or XLINK PYRO
CONTROL f{for the pyro-fuse driver associated with the
power line to the cross-link used to connect pack pairs).
Accordingly, the corresponding pyro fuse driver 734, after
receiving the pyro-fuse control command signal, may acti-
vate the corresponding pyro fuse to electrically 1solate the
battery pack 120 from the load.

In some embodiments, when the BMS 320 1s not func-
tioming and fails to output the pyro-fuse control command
signal when the fault occurs, the pyro fuse does not blow and
disconnect the power path. In such event, the control logic
circuit 732 configured with a different threshold value for
triggering the pyro fuse may function as a redundant trigger
and output the corresponding command signal to the pyro
tuse driver 734 to activate the corresponding pyro luse.
Accordingly, the PRT board 730 1s fully independent of the
BMS 320 and designed to trigger the pyro fuse to blow
based on analog circuitry. By the redundant trigger sources,
higher safety levels in the HV battery pack 120 can be
achieved.

As shown 1n FIG. 7B, 1n some embodiments, both the
BMS 320 and the control logic circuits 732 in the PRT board
730 may use the same current sensor (€.g., sensing resistors
R3, resistor R4, and resistor R6) to detect the short condi-
tion. The BMS 320 may be the primary source sending the
activation signal for the pyro fuse, and the PRT board 730
may serve to confirm the safety event and take action only
if the BMS 320 fails to activate the pyro fuse.

Accordingly, the embodiments of FIG. 7A and FIG. 7B
provide an apparatus for redundant control of active fuses
for battery pack safety, which includes a battery (e.g., the
power storage element BT1), an electrical load (e.g., HV
loads 210), a sensor (e.g., resistors R2-R6), a digital circuit
(e.g., the BMS 320), and an analog circuit (e.g., control logic
circuits 732). The analog circuit may be housed on a board
separate from the digital circuit. In some embodiments, the
battery may be a high-voltage battery and configured to be
installed 1n an aircraft (e.g., an electric aircraft, a vertical
takeoil-and-landing aircraft, an electric vertical takeotl-and-
landing aircraft, etc.), and the electrical load 1s a system
installed 1n the aircrait. The sensor may be a current sensor.

The electrical load 1s coupled to the battery via a fuse
(e.g., pyro fuses F2, F3, and F6. The fuse may be configured
to disconnect the electrical load from the battery aiter being,
activated by an electrical signal. The sensor may be config-
ured to sense a short circuit condition at the electrical load.
The digital circuit may be configured to receive a signal
from the sensor, to detect the short circuit condition at the
clectrical load, and, during normal operation, to output a first
clectrical signal to activate the fuse after detecting the short
circuit condition at the electrical load. The analog circuit
may be configured to receive the signal from the sensor and
output a second electrical signal to activate the fuse after
receiving the signal from the sensor.

As discussed above, the analog circuit may be configured
to output the second electrical signal to activate the fuse after
receiving the signal from the sensor 11 the digital circuit does
not output the first electrical signal to activate the fuse. For
example, the digital circuit can be configured to, during
normal operation, output the first electrical signal to activate
the fuse 11 the signal that it receives from the sensor 1s above
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a first threshold value. The analog circuit may be configured
to output the second electrical signal to activate the fuse it
the signal that 1t receives from the sensor 1s above a second
threshold value, which 1s above the first threshold value. In
some embodiments, the apparatus includes a memory con-
figured to store the first threshold value, and the memory

may be configured to be updated. The first threshold value
stored 1n the memory may be variable and configurable
based on an operating temperature.

As shown 1n the embodiments of FIG. 7B, the apparatus
for redundant control of active fuses for battery pack safety
may further include a first power supply system (e.g.,
internal DC-DC converter 710) and a second power supply
system (e.g., external DC-DC converter 720). The first
power supply system may be configured, during normal
operation, to supply electrical power to the digital circuit and
the analog circuit. The second power supply system 1s also
configured to supply electrical power to the digital circuit
and the analog circuit. Specifically, the second power supply
system may be configured to supply electrical power to the
digital circuit or the analog circuit 1f the first power supply
system does not supply electrical power to the digital circuit
or the analog circuit. As shown 1n FIG. 7B, the first power
supply system and the second power supply system may
both receive electrical power from the battery.

Reference 1s made to FIG. 8. FIG. 8 1s a diagram
illustrating an exemplary architecture of the foam cell holder
520 for organizing battery cells, consistent with some
embodiments of the present disclosure. In some embodi-
ments, the cell holder 520 may be a machined foam with a
FR4 top sheet and embedded busbars. In some embodi-
ments, the cell holder 520 may be a precisely manufactured,
rigid, flame-retardant, closed-cell polyurethane foam struc-
ture. The polyurethane foam 1s a tlame-retardant and ther-
mally 1nsulating material. When selecting the matenals for
the foam cell holder 520, various properties are taken into
account, icluding, for example, mechanical stifiness (e.g.,
modulus of elasticity, yield strength, etc.), minimized ther-
mal conductivity, amenability to adhesive bonding, high
dielectric constant, high resistance to dielectric breakdown,
low density (or low weight), and/or mass manufacturing
capability (e.g., the ability to cast into complex shapes while
minimizing waste materials). For example, various struc-
tural foams may meet the standard in the acrospace industry.
The cell holder 520 may be resistant to water absorption and
fungal growth and may be self-extinguishing and flame
resistant. The closed cell structure of the cell holder 520 acts
as an 1nsulator and gas barrier to minimize conduction and
convection between battery cells 530. Accordingly, the foam
cell holder 520 locates the battery cells 530 and 1solates the
battery cells 530 from neighboring cells to protect the
battery cells 530 from thermal runaway conditions. The cell
holder 520 may also contain nested busbars for connecting
sections of the battery pack 120.

FIG. 9 1s a top view of the foam cell holder 520, consistent
with some embodiments of the present disclosure. In some
embodiments, the foam cell holder 520 can be configured to
house a total of 1,456 cylindrical battery cells 530. Battery
cells 530 of each battery cell group are arranged into their
corresponding battery cell row, and the battery cell rows are
arranged into a plurality of battery columns. Each battery
column 1s adjacent to at least another battery column. For
example, 1n FIG. 9, the battery cells 530 may be arranged
into five columns 910-950. Each of columns 920-940 con-
tains 42 rows of 7 cells for a total of 294 cells per column.
The first and last columns 910 and 950 have one less row for
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a total of 287 cells each. Each row of 7 parallel cells can be
referred to as a cell group 960.

Specifically, the foam cell holder 520 includes a block
forming a plurality of chambers. Each chamber may be
configured to accommodate a battery cell 530. In some
embodiments, the block may be formed before accommo-
dating battery cells 1n the chambers. Accordingly, the block
may be configured to organize the battery cells 530 into
battery cell groups 960. As shown 1n FI1G. 9, each battery cell
group 960 includes a plurality of the battery cells 330 and
cach of the battery cells 530 1s adjacent to at least another of
the battery cells 530 1n the same battery cell group 960. Each
battery cell group 960 1s adjacent to at least another battery
cell group 960.

The block 1s also configured to separate each battery cell
group 960 from 1ts adjacent battery cell groups 960 using a
thermally insulating material, and prevent gas from entering
into each battery cell group 960 from 1ts adjacent battery cell
groups 960. For example, the block may include a material
that 1s impermeable to gas released by the battery cells 530
and resistant to water absorption. Accordingly, each battery
cell 530 1s thermally insulated from adjacent battery cells
530 in the same battery cell group 960 or adjacent battery
cell groups 960 by the foam, reducing conductive heat
transfer and the probability of cell sidewall rupture. The
block may be configured to provide a first distance between
adjacent battery cells 530 1n the same battery cell group 960.
In various embodiments, the first distance may be less than
or equal to 0.75 mm, 1.0 mm, 1.25 mm, or 1.5 mm. In
addition, the block may also be configured to provide a
second distance between adjacent battery cell groups 960 1n
the same battery column. In various embodiments, the
second distance may be less than or equal to 0.75 mm, 1.0
mm, 1.25 mm, or 1.5 mm. In addition, the block may also
be configured to provide a third distance between adjacent
battery columns. In various embodiments, the third distance
may be less than or equal to 4 mm, 6 mm, 8 mm, or 10 mm.

The battery assembly includes a plurality of electrical
conductors (e.g., bus bars) attached to the block of the foam
cell holder 520, in which each electrical conductor corre-
sponds to a battery column. The block may include one or
more mounting features (e.g., Pressure-Sensitive Adhesive,
screws, etc.) to mount the electrical conductors on the block.
In some embodiments, the electrical conductors are config-
ured such that, in operation, an overall direction of current
flow through one of the battery columns 1s opposite to an
overall direction of current flow through its adjacent battery
columns.

In some embodiments, the foam cell holder 520 contains
alignment features and holes for positioning the component
relative to manufacturing fixtures. For example, the block
may include one or more alignment features (e.g., Cross-
hairs, alignment marks, etc.) configured to position the
clectrical conductors relative to the battery columns. Chan-
nels along the edge of the foam are used as mounting
locations for insulated aluminum bus bars that are bolted and
welded to the current collector 540.

FIG. 10A 1s a diagram 1illustrating an exemplary archi-
tecture of the current collector 540, consistent with some
embodiments of the present disclosure. In some embodi-
ments, the current collector 540 may be a flexible circuit
current collector assembly with integrated sense compo-
nents adhered and laser welded. In some embodiments, the
sense components may be directly integrated into a flexible
printed circuit board that i1s part of the current collector
assembly, without the need for adhesion or welding. In some
embodiments, the cell stack assembly 124 may include a
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plurality of current collectors 540, and each current collector
corresponds to one of the battery columns arranged 1n the
central cell holder 520. The battery columns and current
collectors 540 can be stacked, and the current collectors can
be mechanically supported by a common mechanical sup-
port. Alternatively, the cell stack assembly 124 may also use
one single integrated current collector 540 for all battery
columns arranged 1n the central cell holder 520.

In some embodiments, the current collector 540 1s formed
as a single, integrated component, which can be a single,
laminated component. For example, the current collector
540 may provide a single component integrating the sense
lines via lamination to implement a laminated busbar with
an integrated sensing layer to sense the voltage and/or the
temperature of the corresponding cell group 542 or corre-
sponding cell block 544. For example, in each column,
voltage and temperature sensing lines 546 may be arranged
by lamination and configured to collect voltage traces at one
end of the column.

In some embodiments, the current collector 540 1s bolted
and welded to the aluminum bus bars 548 along with the
main pack bus bars 560 used to connect the positive and
negative ends of the cell stack assembly 124 to the HVIB
122. In some embodiments, the current collector 540 1s
made by nmickel-plated copper conductors attaching to indi-
vidual battery cells 330 to form the electrical path for a
desired cell combination. For example, the current collector
540 has a 208S-7P pack architecture, which contains a series
of 208 cell groups 542, and each cell group 542 includes 7
parallel cells. The current collector 540 includes positive
clectrical contacts, negative electrical contacts, parallel con-
ductors, and series conductors. Each positive electrical con-
tact may be configured to electrically couple to a positive
terminal of one of the battery cells 530. Each negative
clectrical contact may be configured to electrically couple to
a negative terminal of one of the battery cells 530. The
parallel conductors are configured to electrically couple the
battery cells 5330 arranged 1n each battery cell row 1n parallel
with each other. The series conductors are configured to
clectrically couple adjacent battery cell rows 1n the battery
column 1n series with each other. As mentioned above, the
battery assembly includes electrical conductors (e.g., bus
bars) attached to the block of the foam cell holder 520, 1n
which each electrical conductor corresponds to a battery
column. The electrical conductor may be electrically con-
nected to one of the series conductors of the current collector
540.

The current collector 540 may integrate both voltage and
temperature sense lines for each 14S-7P cell block 544. Each
cell block 544 contains a series of 14 cell groups 342. That
1s, there are three cell blocks 544 per one column and a total
of fifteen cell blocks 544 in the current collector 540. For
example, the current collector 540 may include a plurality of
temperature sensors, and each temperature sensor may be
configured to sense a temperature associated with a subset of
the battery cells 530. The current collector 540 may also
include a plurality of voltage sense lines, and each voltage
sense line may be configured to sense an output voltage
associated with a subset of the battery cells 530.

FIG. 10B 1s a diagram 1llustrating a top view of the current
collector 540 of FIG. 10A at both the pack level and the cell
block level, consistent with some embodiments of the pres-
ent disclosure. The current collector 340 may be attached to
the foam cell holder 520 using a pressure sensitive adhesive
(PSA). The battery cells 530 within the foam cell holder 520
may be welded to the current collector 540 to form the
clectrical connection. In particular, each positive terminal of
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the battery cells 530 1s welded to a corresponding positive
electrical contact of the current collector 540, and each
negative terminal of the battery cells 530 1s welded to a
corresponding negative electrical contact of the current
collector 540. In some other embodiments, the battery cells
530 may also be respectively bonded, soldered, brazed, or
screwed to corresponding positive electrical contacts and
negative electrical contacts of the current collector 540 to
form the electrical connection.

The current collector 540 may form both the parallel and
series connections of the battery pack 120 and enable
clectrical monitoring of each cell group and thermal moni-
toring of each cell block. Due to the 208S-7P pack archi-
tecture, when a battery cell 530 experiences an internal
short, only the battery cells 530 1n the same 7P cell group are
exposed to the short circuit. FIG. 11 1s an exemplary circuit
diagram 1illustrating the series and parallel arrangements of
the battery cells 330 forming the 208S-7P pack architecture
shown 1n FIGS. 10A and 10B. In some embodiments, by this
208S-7P pack architecture shown in FIG. 11, the battery
pack 120 may be configured to provide a maximum voltage
of 874 V (1.e., 4.2V for each cell group 542).

In some embodiments, insulative vent flaps may be placed
over the welded current collector 540. Reference 1s made to
FIG. 12 and FIGS. 13A and 13B. FIG. 12 1s a diagram
illustrating an exemplary vent flap assembly 550 for sately
venting battery cells 1n thermal runaway, consistent with
some embodiments of the present disclosure. FIG. 13A 1s a
diagram 1illustrating an enlarged portion of the vent flap
assembly 550 of FIG. 12, consistent with some embodi-
ments of the present disclosure. FIG. 13B illustrates a
cross-sectional view along the line A-A of FIG. 13A, con-
sistent with some embodiments of the present disclosure. In
FIGS. 13A and 13B, the vent flap assembly 550 i1s shown
upside down relative to mstalled orientation.

Specifically, as shown 1n FIG. 12 and FIGS. 13A and 13B,
the vent flap assembly 550 includes two layers 552 and 554,
which may be flexible and able to resist elevated tempera-
tures (e.g., transient high temperatures or continuous high
temperatures). For example, when thermal runaway occurs,
the temperature may be at around 800 degrees Celsius. The
mechanical support layer 552 may be configured to be
attached to the battery assembly. The vent flap layer 554 1s
attached to the mechanical support layer 552 and includes
multiple vent tlaps corresponding to battery cells 5330 1n the
battery assembly. Fach vent flap includes one or more
portions configured to deform to permit flow of gas from the
battery cell corresponding to the vent flap. In some embodi-
ments, each vent flap includes up to four, six, eight, or ten
cantilevered portions, which are defined using intersecting
slits formed 1n the vent flap layer 354. In some other
embodiments, each vent flap consists of a single slit, but the
present disclosure 1s not limited thereto. The mechanical
support layer 552 may include at least one of silicone or
polyurethane. For example, the mechanical support layer
552 may be a compliant silicone foam layer with the PSA
used to secure the vent flap assembly 550 onto the current
collector 540, but the present disclosure i1s not limited
thereto. The vent flap layer 554 may be configured to protect
neighboring cell groups 342 from cell ¢jecta and can be
formed using materials such as flexible ceramics, thermo-
plastic polyimide, or any other materials in the same class
sharing similar properties and characteristics. Alternatively
stated, the vent tlap layer 554 can include a thermoplastic
material, a ceramic material, or a silicate material. In addi-
tion to the star shape shown 1n FIG. 12, various designs can
be used to achieve the vent flap assembly 550. For example,
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in some embodiments, each vent flap includes one or more
cantilevered portions. The vent flap assembly 550 may use
relatively stiff, un-cantilevered eclements to provide the
structure which may be burst open by pressure, without
extending too far out, 1n a runaway thermal event. In some
other embodiments, each vent flap may include one or more
perforated portions or thinned out/etched portions to deform
to permit tlow ol gas from the battery cell. The vent flap
assembly 350 may use various shapes that allow a defor-
mation of cantilevered, perforated, or etched portion(s), for
ecnabling the venting. As shown in the drawings, the vent
flaps may be arranged 1n a two-dimensional repeating pat-
tern. For example, a honeycomb structure for battery cell
arrangement may be applied, but the present disclosure 1s
not limited thereto.

By designing and selecting the Young’s modulus (or the
modulus of elasticity 1n tension or compression) of the
perforated or cantilevered portions properly, the cantile-
vered, perforated, or etched portion(s) can be configured to
deform under pressure of the gas from the battery cells, but
not under mechanical pressure or aircrait vibration. Ordi-
nary artisans would understand how to design and select
parameters to achieve the performances above. In some
embodiments, the thickness of the perforated or cantilevered
portions may be about 0.5 to 1.0 mm.

In some embodiments, the mechanical support layer 552
and the vent flap layer 554 may also be configured as a single
layer, and may be made of the same material, but the
disclosure 1s not limited thereto. In other embodiments, the
mechanical support layer 552 and the vent flap layer 554
may be configured as one single layer but made of diflerent
materials.

The vent flap assembly 350 may further include an
adhesive layer configured to attach the mechanical support
layer 552 to the battery assembly. For example, the adhesive
layer may be a pressure-sensitive adhesive layer, but the
present disclosure 1s not limited thereto. For example, the
adhesive layer may be formed by using liquid adhesive or
melting adhesive to adhere the mechanical support layer 552
to the battery assembly. In other words, the vent flap
assembly 3550 may include liquid adhesive configured to
attach the mechanical support layer to the battery assembly.
In some other embodiments, a surface ol the mechanical
support layer 552 1s melted to attach the mechanical support
layer 552 to the battery assembly.

FIGS. 13A and 13B show the series connections, 1n
addition to a venting manifold 556 and a cell headspace 558
in the vent flap assembly 550. In some embodiments, the cell
headspace 538 provides an open volume (e.g., with about a
height of 20 mm) between the pack 1id 570 and the vent flap
layer 554 for getting gases out and reducing convective heat
transfer between diflerent cell groups. In some embodi-
ments, the battery pack 120 may also provide a battery pack
vent (e.g., another one-way valve), which may be an ofl-
the-shell device. In some embodiments, during a cell out-
gassing event, the gas released by the aflected cell 1s
contained and channeled downward by the foam cell holder
520 where 1t enters the space below the cell and enclosed by
the mechanical support layer 552 and the vent flap layer 554.
This space may be referred to as the venting manifold 556
and 1s mterconnected for the cells belonging to one cell
group. The venting manifold 5356 does not interconnect to
other cell groups as 1t 1s separated by the mechanical support
layer 552. Alternatively stated, the battery cells 330 are
organized mto one or more battery cell groups, and the vent
tflap assembly 550 may be configured to provide a first space
(e.g., the venting manifold 5356) corresponding to each
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battery cell group. The mechanical support layer 552 may be
configured to separate each first space from the other first
spaces. The perforated or cantilevered portions of the vent
flaps corresponding to the battery cells 1n each battery cell
group are configured to deform to permit flow of gas out of
the first space corresponding to the battery cell group. For
example, when the pressure in the venting manifold 556
rises, the flaps on the vent flap layer 554 open, allowing
gasses and potentially ejecta to enter the headspace 558
below the vent flap assembly 35350. In other words, the
perforated or cantilevered portions of the vent flaps are
configured to deform to permit flow of gas out of all the first
spaces 1nto a second space (e.g., the headspace 558) formed
by the vent flap assembly 550. Accordingly, the vent flap
assembly 5350 may provide a one-way valve placed on-top of
the cells and the current collector 540 to safely vent a cell
that has gone into thermal runaway while also protecting
neighboring cells from the heat and ejecta of the failed cell.

FI1G. 14 illustrates a cross-sectional view of a battery pack
enclosure 1400 including the head space directly above the
vent tlap assembly 550, consistent with some embodiments
of the present disclosure. Similar to FIGS. 13A and 13B, the
structure 1 FIG. 14 1s shown upside down relative to
installed orientation. As shown 1n FIG. 14, the battery pack
enclosure 1400 provides a structural iterface for mounting
the battery pack 120 to the primary aircrait structure, houses
the entire 208S-7P cell stack assembly 124, and 1s connected
to the heat exchanger. In some embodiments, the battery
pack enclosure 1400 may provide a 20 mm headspace 558
between the pack lid 570 and the cell stack to reduce
convective heat transfer between cell groups.

Accordingly, the battery pack enclosure 1400 includes a
defined path for the vent gas to escape through a pressure
reliel safety device (e.g., a burst valve) that prevents the
battery pack 120 from over pressurizing. The pack vent may
be a dual stage system that 1s used to provide pressure
equalization between the battery pack 120 and the environ-
ment during normal operation. The vent interfaces with a
duct that vents battery emissions out of the aircraft 100.
Aside from the vent path, the battery pack enclosure 1400
may be sealed such that cell electrolyte leakage 1s retained
in the enclosure and does not drain into the aircrait 100
where 1t could pose a hazard.

FIG. 15 illustrates an exemplary heat exchanger plate
1500, consistent with some embodiments of the present
disclosure. The heat exchanger plate 1500 may be aflixed to
the battery pack enclosure 510 to enable regulation of the
temperature within the battery pack 120 using thermally
conditioned Water Ethylene Glycol (WEG) for heating and
cooling. In some embodiments, the active thermal regulation
can be used only while the aircraft 100 1s on the ground. The
heat exchanger plate 1500 may be sized to support the
required heating or cooling needs while operating within
nominal pressure and flow rate conditions. For example, the
heat exchanger plate 1500 can be attached to the battery
pack enclosure 510 and the block of the cell holder 520
using a thermally conductive adhesive (e.g., a flame-retar-
dant acrylic adhesive). The thermally conductive adhesive
can be used to conduct the heat generated by the cells to the
heat exchanger plate 1500. As shown in the embodiments
above, the electrical conductors are attached to the block of
the cell holder 520 at a first surface thereotl, and the heat
exchanger plate 1500 1s attached to the block of the cell
holder 520 at a second surface thereof, opposite the first
surface.

FIGS. 16 A-16D respectively illustrate different designs
for the battery cooling in the HV cooling distribution sub-
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system, consistent with some embodiments of the present
disclosure. As discussed above, the aircraft 100 may include
s1x battery packs 120. Each battery pack 120 includes its
coolant mlet and outlet for circulating coolant to achieve the
battery cooling. In FIGS. 16A-16D, different coolant line
architectures providing a single coolant inlet and outlet
within the aircraft 100 are proposed to circulate coolant in
parallel to the six battery packs 120 installed inside the wing
of the aircrait 100 to minimize both dry and wet weight of
the coolant in the coolant lines. The single coolant ilet and
outlet within the aircraft 100 allows quick attach and detach.
In some embodiments, the battery cooling can be achieved
without using on-board pumps. An external pump (on
ground, outside the aircraft 100) can be used to circulate the
coolant 1n the battery packs 120 while charging the battery
packs 120.

In some embodiments, the cooling operation 1s performed
without exceeding the overall system pressure (e.g., less
than 100 ps1), and thus no special connectors are needed.
The cooling system may be a passive system without
additional components for performing active control meth-
ods to balance the flow across multiple battery packs 120.
Thus, the weight of the system can be minimized.

To charge the multiple battery packs 120 installed side
the wing of the aircraft 100 at a certain charging rate, 1t 1s
desired to have the battery packs 120 be at the same
temperature. Accordingly, the coolant line architecture
should be designed to maintain reasonable uniform rate of
cooling by improving the coolant flow distribution and the
temperature distribution. In addition, 1t 1s desired to have the
coolant inlet and outlet on the same side for convenient
ingress and egress of the passenger.

In FIG. 16A, a “U-flow” type coolant line architecture
1600A 1s provided, where the inlet 1610 and the outlet 1620
can be arranged on the same side. Accordingly, the coolant
flow goes down, entering the six battery packs 120 1n
parallel, and then goes back to the outlet 1620 to create a
structure with a generally “U” shape.

In FIG. 16B, a “Z-tflow” type coolant line architecture
1600B 1s provided, where the inlet 1610 1s on one side and
the outlet 1620 1s on the other side to create a structure with
a generally “Z” shape. The Z-flow type coolant line archi-
tecture 1600B allows the coolant entering the six battery
packs 120 to have the equivalent resistance, which 1s desired
for the optimized flow distribution and the temperature
distribution. In the Z-flow type coolant line architecture
16008, flow distribution 1n battery packs 120 can be bal-
anced by using diflerent hose sizes, and the design can work
with hoses having a small size.

To keep the inlet 1610 and the outlet 1620 on the same
side while maintaining the balanced flow, 1n FIG. 16C, a
modified “U-flow” type coolant line architecture 1600C 1s
proposed, in which customized flow restrictors 1630 are
respectively arranged between the mlet 1610 and the battery
packs 120. In other words, the coolant flows through the
customized flow restrictor 1630 belore flowing into the
corresponding battery pack 120. The customized tflow
restrictor 1630 providing the resistance can be configured to
achieve the proper amount of the coolant flow and balance
the flow entering six battery packs 120. For example, 1n the
coolant line architecture 1600C, the flow restrictor 1630
may include a sizing orifice added to the tubing to ensure the
same pressure drop from the common 1inlet to each battery
pack 120 to ensure even flow distribution of the coolant to
cach battery pack 120, and the design can work with hoses
having a medium size (e.g., the orifice size of about 3 to 4
mm).
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In FIG. 16D, a modified “Z-flow” type coolant line
architecture 1600D 1s proposed, 1n which an in-flight return
line 1640 1s added to keep the inlet 1610 and the outlet 1620
on the same side while maintaining the balanced flow. The
in-thght return line 1640 1s an extra line installed inside the
wing of the aircraft 100. By the in-tlight return line 1640, the
inlet 1610 and the outlet 1620 may be on the same side,
while the flow distribution 1n battery packs 120 can still be
balanced by using different hose sizes in the Z-tlow archi-
tecture 1600D. Similar to the Z-flow type coolant line
architecture 16008, this design can work with hoses having
a small size.

FIG. 17 illustrates an exemplary battery cooling system
1700 based on the coolant line architecture of FIG. 16C,
consistent with some embodiments of the present disclosure.
As discussed above, the aircrait 100 may include a common
inlet 1710 and a common outlet 1720 for the coolant, and the
coolant flows 1nto the six battery packs 120 1n parallel after
flowing through the respective flow restrictors 1630 added to
the tubing associated with the six battery packs. In some
embodiments, the respective tlow restrictors 1630 may have
different lengths and/or orifice sizes according to the prac-
tice needs to balance the flow.

Reference 1s made to FIG. 18. FIG. 18 illustrates an
exemplary home system 1800, consistent with some
embodiments of the present disclosure. It 1s understood that
batteries and/or battery systems used 1n a demanding appli-
cation within aircraft, e.g., a high voltage battery produced
for primary use in powering an eVI1OL aircrait, causes
progressive degradation of battery characteristics, and that
such batteries and/or battery systems become unusable 1n
that primary application over time. The typical parameters
indicating this degradation are reduction in energy storage
capacity below a threshold, increased temperature rise under
conditions of higher stress (current, power) encountered 1n
aircraft usage, increase 1n internal resistance/impedance of
the battery or battery system, and reduction 1n power deliv-
ery capacity to a level below demands of a host device of the
aircraft. Such high voltage batteries or battery systems,
however, may continue to be useful in other secondary
applications including but not limited to domestic power
supply systems, rural energy storage systems, and other
backup power systems including large scale power grid and
domestic power grid backup systems. For example, a sec-
ondary application of such batteries and/or battery systems
may comprise providing power to a residence, wherein a
repurposed battery or battery system may be used as an
energy source for providing power to a residence, and
wherein a battery or battery system may directly connect to
a home system inverter and power supply.

In some embodiments of the disclosure, a high voltage
battery used originally 1n an aircraft may be repurposed for
secondary use with high reliability. In some embodiments, a
high voltage battery may be an eVTOL aircrait battery. In
some embodiments, the high voltage battery may have been
originally designed, ab initio, for the original use and also
for repurposing for the secondary use. For example, the high
voltage battery may have been originally designed such that
mimmal modifications may be necessary before 1t 1s repur-
posed for the secondary use. As an example, the high voltage
battery may be designed originally to comprise a removable
high voltage junction box including a battery management
system, such that modification for the secondary use may
involve exchanging the original junction box with another
junction box (including a different battery management
system) that may be configured for the secondary use. As
another example, the high voltage battery may be designed
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to work with an inverter that 1s compatible with both the
original use and the secondary use. For example, the invert-
er’s voltage, current, power, temperature, humidity, and
other ratings may be configured such that the inverter may
be suitable for both the original use and the secondary use.
As another example, the high voltage battery may be con-
figured with a battery interface that 1s compatible with the
interfaces 1n both the original use (e.g., eVTOL aircrait) and
the secondary use (e.g., a home energy storage system), such
that when the high voltage battery i1s repurposed for the
secondary use, no changes need be made to the battery
interfaces.

In some embodiments, a secondary use may be for
installation within and providing power for a home system
(1.e., a home electrical power system). In some embodi-
ments, a home system may be a utility system which powers
various subsystems of a residential home, a group of resi-
dential homes, a commercial place of business, or an 1ndus-
trial premise. In some embodiments, a home system may
comprise an electronic switching system (ESS). As 1llus-
trated 1n the example of FIG. 18, a home system 1800 may
comprise a repurposed battery 1810, which 1s coupled to a
battery mterface 18135, which i1s coupled to an inverter 1820,
which 1s coupled to one or more line filters 1825. In some
embodiments, the battery 1810, battery interface 1815,
inverter 1820, and the one or more line filters 1825 may
comprise an electronic switching system 1860 of the home
system 1800. In some embodiments, the battery interface
1815 may be a DC/DC interface. In some embodiments,
such an exemplary electronic switching system 1860 may be
connected to one or more home electrical lines 1840 via a
switching network (i.e., switch gear) 1830. In some embodi-
ments, the switching network 1830 may be configured to
allow for powering of the home electrical lines 1840 either
via the electronic switching system 1860 or via an external
clectrical power grid 1850.

Reference 1s made to FIG. 19. FIG. 19 illustrates an
exemplary electronic switching system 1900 for the home
system 1800 illustrated in FIG. 18. As illustrated in the
example of FIG. 19, an electronic switching system 1900
may comprise a repurposed HV battery and battery interface
1920, wherein the battery interface comprises a battery
management system (BMS), and power electronics 1910
which comprise an inverter and one or more line filters. In
some embodiments, such an exemplary electronic switching
system 1900 may be connected to one or more home
clectrical lines via a switching network (1.e., switch gear). In
some embodiments, the switching network may be config-
ured to allow for powering of the home electrical lines either
via the electronic switching system or via an external
clectrical power grid. In some embodiments, an 1nverter
within the power electronics 1910 of the electronic switch-
ing system 1900 may be configured to have minimal total
harmonic distortion (THD) such that minimal filtration 1s
required for connecting the electronic switching system to a
utility bus, thereby providing minimal harmonic distortion
in any power returned to an external power grid connected
to the electronic switching system 1900 and a home system.

Continuing with reference to FIGS. 18 and 19, 1n some
embodiments, the repurposed battery may be a high power
(1.e., HV) battery comprising high power cells which may
allow for increased power applications 1n a home electrical
system 1840. As an example, one or more of such HV
batteries comprising high power cells may be utilized for
DC fast charging (DCFC) applications 1n a home. In some
embodiments, a DCFC application may comprise DCFC of
an electronic vehicle (EV) at significantly higher rates than
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currently possible. For example, two high power batteries
comprising high power cells, as described herein, may be
used 1n a home system to charge an EV 1n about 40-80% of
the time typically required by a V3 Supercharger, and about
25 times faster than extant home EV charging stations. As
another example, 1 order to further support DCFC appli-
cations via an electrical switching system 1900, a custom
DC/DC battery interface may be required to support DCFC
performance. As a result, in some embodiments, a custom
DC/DC battery interface may be minimized 1n size, opti-
mized for efliciency, and/or include control logic, sensors,
and/or communication interfaces which turther support, e.g.,
DCFC of vehicles via an electronic switching system 1900
for a home.

With further reference to FIG. 19, 1n further embodiments
wherein the repurposed battery 1s a high power battery
comprising high power cells, the repurposed battery may
further have low resistance. In some embodiments, the
repurposed battery may further generate low amounts of
heat as compared to extant home electrical switching system
batteries. As a result, in some embodiments, the repurposed
battery may be utilized as a heat sink for an inverter. As a
turther result, 1n some embodiments, such an inverter may
not require any additional forced cooling for operation. As
yet a further result, in some embodiments, an electrical
switching system comprising a high power battery compris-
ing high power cells may be a quieter and/or more compact
system.

Continuing with reference to FIGS. 18 and 19, in some
embodiments, the home system may comprise batteries
1810 1n parallel, wherein at least one of the batteries 1810
in parallel 1s a repurposed battery. In some embodiments, no
additional equipment may be required to add further capac-
ity to the electrical switching system 1860 by including an
additional battery connected 1n parallel to a first battery 1810
of an electrical switching system 1860. For example, 1n
some embodiments, an electrical switching system 1860
may comprise a master battery which further comprises an
interface, inverter, and one or more line filters, wherein
additional batteries may be coupled to the master battery 1n
parallel. In some embodiments, a specific capacity required
by a particular home may be met by including batteries
connected 1n parallel to a master battery.

In some embodiments, a repurposed battery may com-
prise a majority of the sensors required for proper function-
ing within an electrical switching system 1900 and/or a
home system 1800. For example, a repurposed battery for
utilization 1n an electrical switching system 1900 and/or a
home system 1800 may only require an aircraft-specific high
voltage junction box (HVIB) to be replaced with a home

system-specitic HVIB. In some embodiments, a repurposed
battery for utilization in an electrical switching system 1900
and/or a home system 1800 may only require a positive
battery connector, a negative battery connector, and a Sx cell
monitoring umt (CMU) connector.

In some embodiments, a common HVIB may be imple-
mented 1n the battery from an initial build of the battery for
its primary use. In such embodiments, the common HVIB
may remove the requirement to replace the HVIB with a
home system-specific HVIB prior to a secondary use of the
battery. Due to the excess processing and/or storage capacity
required for aircrait batteries, such batteries may also have
the capacity to be pre-loaded to be configured with home
system compatibility and/or functionality during 1ts initial
build.

10

15

20

25

30

35

40

45

50

55

60

65

28

The embodiments may further be described using the

following clauses:

1. An apparatus for safely venting battery cells in thermal
runaway, comprising:

a mechanical support layer, the mechanical support
layer configured to be attached to a battery assembly;
and

a vent flap layer attached to the mechanical support
layer, the vent flap layer including vent flaps corre-
sponding to battery cells in the battery assembly;

wherein each vent flap includes one or more portions
configured to deform to permit flow of gas from the
battery cell corresponding to the vent flap.

2. The apparatus of clause 1, further comprising;

a pressure-sensitive adhesive layer, the pressure-sensi-
tive adhesive layer configured to attach the mechani-
cal support layer to the battery assembly.

3. The apparatus of clause 1, further comprising liquid
adhesive configured to attach the mechanical support
layer to the battery assembly.

4. The apparatus of clause 1, wheremn a surface of the
mechanical support layer 1s melted to attach the
mechanical support layer to the battery assembly.

5. The apparatus of clause 1, wherein the mechanical
support layer and the vent flap layer are configured as
a single layer.

6. The apparatus of clause 5, wherein the mechanical
support layer and the vent flap layer are made of the
same material.

7. The apparatus of clause 5, wherein the mechanical
support layer and the vent flap layer are made of
different materials.

8. The apparatus of clause 1, wherein the mechanical
support layer comprises at least one of: silicone or
polyurethane.

9. The apparatus of clause 8, wherein the mechanical
support layer comprises silicone foam.

10. The apparatus of clause 1, wherein the vent flap layer
comprises a thermoplastic material; a ceramic material;
or a silicate material.

11. The apparatus of clause 10, wherein the vent flap layer
comprises a polyimide.

12. The apparatus of clause 1, wherein the one or more
portions are cantilevered.

13. The apparatus of clause 1, wherein the one or more
portions are perforated.

14. The apparatus of clause 1, wherein the one or more
portions of the vent flaps are configured to deform
under pressure of the gas from the battery cells.

15. The apparatus of clause 14, wherein the one or more
portions of each vent flap are configured to deform
under pressure of the gas from the battery cell corre-
sponding to the vent flap.

16. The apparatus of clause 1, wherein the apparatus 1s
configured such that each vent flap operates as a
one-way valve for the flow of the gas from the battery
cell.

1’7. The apparatus of clause 1, wherein each vent tlap
consists of a single slit.

18. The apparatus of clause 1, wherein each vent flap
includes up to eight cantilevered portions.

19. The apparatus of clause 1, wherein each vent flap
includes up to ten cantilevered portions.

20. The apparatus of clause 1, wherein each vent flap
includes up to six cantilevered portions.

21. The apparatus of clause 1, wherein each vent flap
includes up to four cantilevered portions.
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22. The apparatus of clause 1, wherein the one or more
portions are defined using intersecting slits formed 1n
the vent flap layer.

23. The apparatus of clause 1, wherein the battery cells are
organized 1nto one or more battery cell groups, wherein
the apparatus 1s configured to provide a first space
corresponding to each battery cell group, wherein each
first space 1s separated from the other first spaces, and
wherein the portions of the vent flaps corresponding to
the battery cells 1n each battery cell group are config-
ured to deform to permit flow of gas out of the first
space corresponding to the battery cell group.

24. The apparatus of clause 23, wherein the mechanical
support layer 1s configured to separate each first space
from the other first spaces.

25. The apparatus of clause 23, wherein the cantilevered
portions of the vent flaps corresponding to the battery
cells 1n each battery cell group are configured to deform
under pressure of the gas in the first space correspond-
ing to the battery cell group.

26. The apparatus of clause 23, wherein the cantilevered
portions of the vent flaps are configured to deform to
permit tlow of gas out of all the first spaces into a
second space formed by the apparatus.

2'7. The apparatus of clause 1, wherein the vent tlaps are
arranged 1n a two-dimensional repeating pattern.

28. The apparatus of clause 27, wherein the vent flaps are
arranged 1n a honeycomb structure.

29. A method for assembling a thermal runaway venting,
apparatus for battery cells, comprising:
attaching a mechanical support layer to a battery

assembly; and
attaching a vent flap layer to the mechanical support
layer, the vent flap layer including vent flaps corre-
sponding to battery cells 1n the battery assembly;
wherein each vent flap includes one or more portions
configured to deform to permit tlow of gas from the
battery cell corresponding to the vent flap.

30. The method of clause 29, further comprising:
attaching the mechanical support layer to the battery

assembly using a pressure-sensitive adhesive layer.

31. The method of clause 29, further comprising:
attaching the mechanical support layer to the battery

assembly using a liquid adhesive layer.

32. The method of clause 29, turther comprising;:
attaching the mechanical support layer to the battery

assembly by melting a surface of the mechanical
support layer.

33. The method of clause 29, wherein forming the vent
flaps 1n the vent flap layers including: forming the one
or more portions ol each vent tlap.

34. The method of clause 33, wherein the mechanical
support layer and the vent flap layer are made of the
same material.

35. The method of clause 33, wherein the mechanical
support layer and the vent flap layer are made of
different materals.

36. The method of clause 29, wherein the mechanical
support layer comprises at least one of: silicone or
polyurethane.

37. The method of clause 36, wherein the mechanical
support layer comprises silicone foam.

38. The method of clause 29, wherein the vent flap layer
comprises a thermoplastic matenal; a ceramic material;
or a silicate material.

39. The method of clause 38, wherein the vent flap layer
comprises a polyimide.
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40. The method of clause 29, wherein the one or more
portions are cantilevered.

41. The method of clause 29, wherein the one or more
portions are perforated.

42. The method of clause 29, wherein the one or more
portions of the vent flaps are configured to deform
under pressure of the gas from the battery cells.

43. The method of clause 42, wherein the one or more
portions of each vent flap are configured to deform
under pressure of the gas from the battery cell corre-
sponding to the vent flap.

44, The method of clause 29, wherein each vent flap 1s
configured to operate as a one-way valve for the tlow
of the gas from the battery cell.

45. The method of clause 29, wherein each vent tlap
consists of a single slit.

46. The method of clause 29, wherein each vent flap
includes up to eight cantilevered portions.

4’7. The method of clause 29, wherein each vent flap
includes up to ten cantilevered portions.

48. The method of clause 29, wherein each vent flap
includes up to six cantilevered portions.

49. The method of clause 29, wherein each vent flap
includes up to four cantilevered portions.

50. The method of clause 29, wherein the one or more
portions are defined using intersecting slits formed 1n
the vent flap layer.

51. The method of clause 29, wherein the battery cells are
organized into one or more battery cell groups, wherein
the apparatus 1s configured to provide a first space
corresponding to each battery cell group, wherein each
first space 1s separated from the other first spaces, and
wherein the portions of the vent flaps corresponding to
the battery cells 1n each battery cell group are config-
ured to deform to permit flow of gas out of the first
space corresponding to the battery cell group.

52. The method of clause 51, wherein the mechanical
support layer 1s configured to separate each first space
from the other first spaces.

53. The method of clause 51, wherein the cantilevered
portions of the vent flaps corresponding to the battery
cells 1n each battery cell group are configured to deform
under pressure of the gas in the first space correspond-
ing to the battery cell group.

54. The method of clause 51, wherein the cantilevered
portions of the vent flaps are configured to deform to
permit flow of gas out of all the first spaces into a
second space formed by the apparatus.

55. The method of clause 29, wherein the vent flaps are
arranged 1n a two-dimensional repeating pattern.

56. The method of clause 55, wherein the vent flaps are
arranged 1n a honeycomb structure.

5’7. An apparatus for organizing battery cells, comprising:
a block forming a plurality of chambers, each chamber

configured to accommodate a battery cell, the block

configured to:

organize the battery cells into battery cell groups,
cach battery cell group comprising a plurality of
the battery cells, each of the battery cells i the
battery cell group adjacent to at least another of
the battery cells 1n the battery cell group, wherein
cach battery cell group 1s adjacent to at least
another battery cell group,

separate each battery cell group from 1ts adjacent
battery cell groups using a thermally insulating
material, and
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prevent gas from entering into each battery cell
group from 1ts adjacent battery cell groups.

58. The apparatus of clause 57, wherein the block 1is
further configured to:
arrange the battery cells of each battery cell group 1nto

their corresponding battery cell row, and

arrange the battery cell rows 1nto a plurality of battery
columns, each battery column adjacent to at least
another battery column.

59. The apparatus of clause 38, wherein the battery cells
in a battery column are arranged in a two-dimensional
repeating pattern.

60. The apparatus of clause 39, wherein the two-dimen-
sional repeating pattern forms a honeycomb structure.

61. The apparatus of clause 58, further comprising:

a plurality of electrical conductors attached to the
block, each electrical conductor corresponding to a
battery column.

62. The apparatus of clause 61, wherein the block com-
prises one or more alignment features configured to
position the plurality of electrical conductors relative to
the battery columns.

63. The apparatus of clause 61, wherein the block com-
prises one or more mounting features to mount the
plurality of electrical conductors on the block.

64. The apparatus of clause 61, wherein the electrical
conductors are configured such that, in operation, an
overall direction of current tlow through one of the
battery columns 1s opposite to an overall direction of
current flow through 1ts adjacent battery columns.

65. The apparatus of clause 57, wherein the block com-
prises a flame-retardant material.

66. The apparatus of clause 57, wherein the block com-
prises a thermally msulating material.

67. The apparatus of clause 57, wherein the block 1is
configured to provide a first distance between adjacent
battery cells 1n a battery cell group of less than or equal
to 1.5 mm.

68. The apparatus of clause 57, wherein the block 1s
configured to provide a first distance between adjacent
battery cells 1n a battery cell group of less than or equal
to 1.25 mm.

69. The apparatus of clause 57, wherein the block 1s
configured to provide a first distance between adjacent

battery cells 1n a battery cell group of less than or equal
to 1.0 mm.

70. The apparatus of clause 57, wheremn the block 1s
configured to provide a first distance between adjacent
battery cells 1n a battery cell group of less than or equal
to 0.75 mm.

71. The apparatus of clause 57, wheremn the block 1s
configured to provide a second distance between adja-
cent battery cell groups 1n a battery column of less than
or equal to 1.5 mm.

72. The apparatus of clause 57, wherein the block 1s
configured to provide a second distance between adja-
cent battery cell groups 1n a battery column of less than
or equal to 1.25 mm.

73. The apparatus of clause 57, wheremn the block 1s
configured to provide a second distance between adja-
cent battery cell groups 1n a battery column of less than
or equal to 1.0 mm.

74. The apparatus of clause 57, wheremn the block 1s
configured to provide a second distance between adja-
cent battery cell groups 1n a battery column of less than
or equal to 0.75 mm.
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75. The apparatus of clause 58, wherein the block 1s
configured to provide a third distance between adjacent
battery columns of less than or equal to 10.0 mm.

76. The apparatus of clause 58, wherein the block 1s
configured to provide a third distance between adjacent
battery columns of less than or equal to 8.0 mm.

7’7. The apparatus of clause 58, wherein the block 1s
configured to provide a third distance between adjacent
battery columns of less than or equal to 6.0 mm.

78. The apparatus of clause 58, wherein the block 1s
configured to provide a third distance between adjacent
battery columns of greater than or equal to 4.0 mm.

79. The apparatus of clause 57, wherein the block com-
prises a material that 1s impermeable to gas released by
the battery cells.

80. The apparatus of clause 57, wherein the block com-
prises a material that 1s resistant to water absorption.

81. The apparatus of clause 57, wherein the block com-
prises polyurethane.

82. The apparatus of clause 57, further comprising a heat
exchanger attached to the block using a thermally
conductive adhesive.

83. The apparatus of clause 82, wherein the electrical
conductors are attached to the block at a first surface
thereol, and the heat exchanger 1s attached to the block
at a second surface thereof, opposite the first surface.

84. An apparatus for electrically connecting battery cells
in a battery pack, comprising;:

a plurality of battery cells, each battery cell including
a positive and a negative terminal, the battery cells
arranged adjacent to each other to form a plurality of
battery cell rows, the plurality of battery cell rows
turther arranged adjacent to each other to form a
battery column; and

a current collector, comprising:

a plurality of positive electrical contacts, each posi-
tive electrical contact configured to electrically
couple to a positive terminal of one of the battery
cells,

a plurality of negative electrical contacts, each nega-
tive electrical contact configured to electrically
couple to a negative terminal of one of the battery
cells,

a plurality of parallel conductors, the parallel con-
ductors configured to electrically couple the bat-
tery cells arranged in each battery cell row 1n
parallel with each other, and

a plurality of series conductors, the series conductors
configured to electrically couple adjacent battery
cell rows 1n the battery column 1n series with each
other:;

wherein the current collector 1s formed as a single,
integrated component.

85. The apparatus of clause 84, wherein the current
collector 1s formed as a single, laminated component.

86. The apparatus of clause 84, the current collector
further comprising:;

a plurality of temperature sensors, each temperature
sensor configured to sense a temperature associated
with a subset of the battery cells.

87. The apparatus of clause 84, the current collector
further comprising:;

a plurality of voltage sense lines, each voltage sense
line configured to sense an output voltage associated
with a subset of the battery cells.
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88. The apparatus of clause 84, further comprising:

a block forming a plurality of chambers, each chamber
configured to accommodate one of the battery cells;
and

an electrical conductor attached to the block and cor-
responding to the battery column;

wherein the electrical conductor 1s electrically con-
nected to one of the series conductors.

89. The apparatus of clause 5, wherein the current col-
lector 1s attached to the block using a pressure sensitive
adhesive.

90. The apparatus of clause 84, wherein each positive
terminal of the battery cells 1s welded to a correspond-
ing positive electrical contact of the current collector.

91. The apparatus of clause 84, wherein each negative
terminal of the battery cells 1s welded to a correspond-
ing negative electrical contact of the current collector.

92. The apparatus of clause 84, wherein the battery cells
are respectively bonded, soldered, brazed, or screwed
to corresponding positive electrical contacts and nega-
tive electrical contacts of the current collector.

93. The apparatus of clause 84, further comprising:

a plurality of battery column; and

a plurality of current collectors;

wherein each current collector corresponds to a battery
column;

wherein the battery columns and current collectors are
stacked;

wherein the current collectors are mechanically sup-
ported by a common mechanical support.

The foregoing description has been presented for pur-
poses of illustration. It 1s not exhaustive and does not limit
the disclosure to the precise forms or embodiments dis-
closed. Modifications and adaptations of the disclosure will
be apparent to those skilled in the art from consideration of
the specification and practice of the disclosed embodiments
of the disclosures disclosed herein.

What 1s claimed 1s:
1. An apparatus for safely venting battery cells in thermal
runaway, comprising:

a plurality of battery cells;

a mechanical support layer; and

a vent tlap layer attached to the mechanical support layer,
the vent flap layer including vent flaps, each vent flap
corresponding to one of the plurality of battery cells;

wherein each vent flap includes one or more portions
configured to deform to permit flow of gas from the
battery cell corresponding to the vent flap; and

wherein the vent flap layer and the mechanical support
layer are disposed only on one side of the plurality of
battery cells;

wherein each battery cell 1s configured to vent at least via
its corresponding vent flap, each corresponding vent
tflap being positioned above or below each battery cell;

wherein the plurality of battery cells 1s organized 1nto two
or more battery cell groups, each battery cell group
having a space shared by corresponding battery cells,
the space being separated, via the mechanical support
layer, from other spaces shared by other battery cell
groups; and

wherein each shared space 1s disposed between its corre-
sponding battery cell group and the vent flap layer.

2. The apparatus of claim 1, further comprising:

a pressure-sensitive adhesive layer, the pressure-sensitive
adhesive layer configured to attach the mechanical
support layer to the plurality of battery cells.
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3. The apparatus of claim 1, wherein a surface of the
mechanical support layer 1s melted to attach the mechanical
support layer to the battery assembly.
4. The apparatus of claim 1, wherein the mechanical
support layer comprises at least one of: silicone or polyure-
thane.
5. The apparatus of claim 4, wherein the mechanical
support layer comprises silicone foam.
6. The apparatus of claim 1, wherein the vent flap layer
comprises a thermoplastic material; a ceramic material; or a
silicate material.
7. The apparatus of claim 6, wherein the vent flap layer
comprises a polyimide.
8. The apparatus of claim 1, wherein the one or more
portions are cantilevered.
9. The apparatus of claim 1, wherein the one or more
portions of the vent flaps are configured to deform under
pressure of the gas from the battery cells.
10. The apparatus of claim 9, wherein the one or more
portions of each vent flap are configured to deform under
pressure of the gas from the battery cell corresponding to the
vent flap.
11. The apparatus of claim 1, wherein the apparatus 1s
configured such that each vent flap operates as a one-way
valve for the tflow of the gas from the corresponding battery
cell.
12. The apparatus of claim 1, wherein each vent flap
includes up to eight cantilevered portions.
13. The apparatus of claim 1, wherein each vent flap
includes up to ten cantilevered portions.
14. The apparatus of claim 1, wherein each vent flap
includes up to six cantilevered portions.
15. The apparatus of claim 1, wherein each vent flap
includes up to four cantilevered portions.
16. The apparatus of claim 1, wherein the portions of the
vent flaps corresponding to the battery cells in each battery
cell group are configured to deform to permait flow of gas out
of the space or other space shared by battery cells corre-
sponding to each battery cell group.
17. The apparatus of claim 16, wherein the mechanical
support layer and the vent flap layer enclose each of the
space or other space.
18. The apparatus of claim 16, wherein the cantilevered
portions of the vent flaps corresponding to the battery cells
in each battery cell group are configured to deform under
pressure of the gas 1n each of the space or other space.
19. The apparatus of claim 16, wherein the cantilevered
portions of the vent flaps are configured to deform to permit
flow of gas out of each of the space or other space into a
second space formed by the apparatus.
20. The apparatus of claim 1, wherein the vent flaps are
arranged 1n a two-dimensional repeating pattern.
21. The apparatus of claim 20, wherein the vent flaps are
arranged 1n a honeycomb structure.
22. An apparatus for safely venting battery cells 1n ther-
mal runaway, comprising;:
a plurality of battery cells;
a mechanical support layer; and
a vent flap layer attached to the mechanical support layer,
the vent flap layer including vent flaps, each vent flap
corresponding to one of the plurality of battery cells;

wherein each vent flap includes one or more portions
configured to deform to permit flow of gas from the
battery cell corresponding to the vent flap; and

wherein the vent flap layer and the mechanical support
layer are disposed only on one side of the plurality of
battery cells;
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wherein each battery cell 1s configured to vent at least via
its corresponding vent flap, each corresponding vent
flap being positioned above or below each battery cell;

wherein the plurality of battery cells 1s organized 1nto two
or more battery cell groups, each battery cell group
having a space shared by corresponding battery cells,
the space being separated, via the mechanical support
layer, from other spaces shared by other battery cell
groups;

wherein each battery cell group and its corresponding
shared space are arranged in a two-dimensional repeat-
ing pattern; and

wherein the vent flaps across battery cell groups are
organized 1n a honeycomb structure.

23. The apparatus of claim 22, further comprising:

a pressure-sensitive adhesive layer, the pressure-sensitive
adhesive layer configured to attach the mechanical
support layer to the plurality of battery cells.

24. The apparatus of claim 22, further comprising liquid
adhesive configured to attach the mechanical support layer
to a battery assembly.

25. The apparatus of claim 22, wherein a surface of the
mechanical support layer 1s melted to attach the mechanical
support layer to a battery assembly.

26. The apparatus of claim 22, wherein the mechanical
support layer and the vent flap layer are configured as a
single layer.

27. The apparatus of claim 26, wherein the mechanical
support layer and the vent flap layer are made of the same
material.

28. The apparatus of claim 26, wherein the mechanical
support layer and the vent flap layer are made of different
materials.

29. The apparatus of claim 22, wherein the mechanical
support layer comprises at least one of: silicone or polyure-
thane.

30. The apparatus of claim 29, wherein the mechanical
support layer comprises silicone foam.

31. The apparatus of claim 22, wherein the vent tlap layer
comprises a thermoplastic matenial; a ceramic material; or a
silicate material.

32. The apparatus of claim 31, wherein the vent flap layer
comprises a polyimide.

33. The apparatus of claim 22, wherein the one or more
portions are cantilevered.
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34. The apparatus of claim 22, wherein the one or more
portions are perforated.

35. The apparatus of claim 22, wherein the one or more
portions of the vent flaps are configured to deform under
pressure of the gas from the battery cells.

36. The apparatus of claim 35, wherein the one or more
portions of each vent flap are configured to deform under
pressure of the gas from the battery cell corresponding to the
vent flap.

377. The apparatus of claim 22, wherein the apparatus 1s
configured such that each vent flap operates as a one-way
valve for the flow of the gas from the corresponding battery
cell.

38. The apparatus of claim 22, wherein each vent flap
consists of a single slit.

39. The apparatus of claim 22, wherein each vent flap
includes up to eight cantilevered portions.

40. The apparatus of claim 22, wherein each vent flap
includes up to ten cantilevered portions.

41. The apparatus of claim 22, wherein each vent tlap
includes up to six cantilevered portions.

42. The apparatus of claim 22, wherein each vent flap
includes up to four cantilevered portions.

43. The apparatus of claim 22, wherein the one or more
portions are defined using intersecting slits formed 1n the
vent flap layer.

44. The apparatus of claim 22, wherein the portions of the
vent flaps corresponding to the battery cells in each battery
cell group are configured to deform to permait flow of gas out
of the space or other space shared by battery cells corre-
sponding to each battery cell group.

45. The apparatus of claim 44, wherein the mechanical

support layer and the vent flap layer enclose each of the
space or other space.

46. The apparatus of claim 44, wheremn cantilevered
portions of the vent tlaps corresponding to the battery cells
in each battery cell group are configured to deform under
pressure of the gas 1n each of the space or other space.

47. The apparatus of claim 44, wheremn cantilevered
portions of the vent flaps are configured to deform to permait
flow of gas out of each of the space or other space into a
second space formed by the apparatus.
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